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Uniform Telegraph and Train Rules. 





At the meeting of the General Time Convention in St.- Louis, 
the Committee on Uniform Telegraph and Train Rules 
(Messrs. K. H. Wade, Robert Pitcairn, J. T. Harahan and 


C. D. Gorham) submitted a report containing the answers re-| 


ceived to a large number of questions from the officers of com- 
panies operating about 80,000 miles of road. The conclu- 
sions reached by the Committee are summed up in the follow- 
ing recommendations : 

STANDARD TIME. 


No. 1. Standard Time should be furnished to all railroad 
companies, in all parts of the country, at the same hour daily, 
without regard to the centre from which it is disseminated ; 
12 o'clock, Eastern time which is equivalent to 11 o’clock, 
Central Time, 10 o’clock, Mountain Time, and 9 o'clock, 
Pacific Time, is recommended as the most desirable time for 
the signals to be sent. 

No. 2. All conductors, engineers, trainhands, road-fore- 
inen and others whose duties render it necessary for them to 
have correct time, should be required to provide themselves 
with time-pieces the reliability of which shall be certified to 
in writing by a competent watch-maker, stating the number 
of the watch; this certificate to be renewed every three 
months. Where not otherwise provided, the respective com- 
panies should furnish clocks at stations, and the agents, in all 
cases, should know that they show correct time. 

No. 8. All trainmen should compare time with standard 
clocks, which should be designated on time-tables. They 
should regulate their watches thereby and register their 
names, and the time at which they register, in a book pro- 
vided for that purpose, before leaving on each trip. 

All employés whose duties prevent them from having ac- 
cess to these clocks should compare daily with, and regulate 
their watches by those of conductors and enginemen who 
have standard time and have registered their names as above 
provided. 

CLASSIFICATION OF TRAINS. 


No. 1. All scheduled trains will have indefinite right of 
track over trains not scheduled, inferior class trains keeping 
out of the way of those of a superior class, The classification 
of all trains should be shown on time-table. 

No, 2. All trains run in one direction should have abso- 
lute right of track against others of same class running in the 
opposite direction, and it should be specified by rule, on time- 
tables, which trains shall have this absolute right of track. 

No. 3. Asa very large percentage of the roads responding 
to this question use the right-hand track, it is recommended 
that on double-track roads all trains should keep to the right. 
Superior trains shall have right of road over inferior trains, 
as on single track. 

No. 4. No recommendation. 
and 8. 

No. 5. Passenger trains running in the same direction 
must be kept apart not Jess than 10 minutes, when between 
stations, unless some form of block signal is used. Freight 
trains should be kept apart 5 minutes. 

No. 6. Inferior trains should be required to be on siding 
and have switches set for main track, when running in the 
same direction, 10 minutes before arriving time of superior 
class passenger trains, and 5 minutes before arriving time 
of freight trains of superior class. When running in opposite 
directions they should clear the time of departure of superior 
trains by the same interval of time. 

No. 7. Five minutes should be allowed for possible varia- 
tion in watches, no portion of which should be made use of 
in running by either train. 

No. 8. When a train becomes 24 hours late it loses all 
rights of road. 

No. 9. It can then only proceed under special orders. If 
detained at a non-telegraph station, it may require the last 
section of the first train of the same class passing in the same 
direction to flag it to the first open telegraph station. 

No. 10. Trains on the road when sanelies are changed 
should assume time and rights of trains of the same numbers 
on new schedule, unless otherwise directed by special order. 

No. 11. Regular meeting or passing points should be shown 
on time-tables by printing the time in heavy or full-faced 
type, and where practicable, attention should be called by its 
number to the train met or passed. 

No. 12. In absence of special instructions, trains having 
right to road should hold main track at meeting points. 

No. 13. At meeting or passing points all trains should 
enter siding head in, at nearest end. At spur sidings, where 
trains have to run by and back in, necessary precautions 
should be taken to secure safety. 

No. 14. It should be strictly the duty in all cases of all 
employés moving switches to replace them for the main line. 
Conductors, agents and foremen should be held responsible 
for this action on the part of employés under their control. 

No, 15. At regular stopping places and at stations, when 
trains are of the same class, the responsibility for rear end 
collisions should be placed upon the following train. In case 
of fog or storm, or if the view is obstructed, or the leading 
train has not absolute right to track, steps should also be 
taken to warn the following train of its position, but this 
will not relieve the following train of any responsibility. 

FREIGHT TRAIN REGULATIONS. 

No. 1. All sections of a train should have the same rights 
as the leading sections, and no more. 

No. 2. When a train falls back upon the time of another 
train of the same class, running in the same direction, the 
following train should be notified, either by special order, or 
: therwise, of the fact that the leading train is running on its 

ime. 
_ No. 3. Superior class trains should not be allowed to flag 
—— class trains under any circumstances, without special 
orders, 

No. 4. When extra or light engines are sent over a road on 
the time of passenger trains, they should be sent ahead of 
and not allowed to follow such trains. 

No. 5. First-class trains should be required to keep 10 
minutes apart, and inferior class trains 5 minutes apart. 

No. 6. Station limits should be considered as between ex- 
treme switches, unless otherwise defined. 

CONDUCTORS AND BRAKEMEN. 


_No. 1. Flagmen and rear brakemen should be held respon- 
sible for flagging following trains. Conductors should be 
held responsible for seeing that this a roperly per- 
ould alo 
es 


Covered by Nos. 5, 6, 7 


r 
formed. Engineers running light engines s be held 
r ote for the protection of their engines. 
0.2. On roads with pe ood lines and light curve, tor- 
pedoes should be placed at a distance of not less than 8,600 ft, 


in rear of train for cautionary signal, and 1,800 ft. for stop 


signal. 

No. 83. Except where state laws conflict, or crossings are 
provided with interlocking switches, trains oe a 
railroad crossing at grade should stop at a distance of not less 
than 200 ft. nor more than 800 ft. from crossing. 

Nos. 4 and 5. Where the crossing is obscure, the conductor 
and engineer must both know that the crossing is clear and 
not likely to be obstructed before proceeding. 

Where obscure crossings are not protected by target, the 
brakeman should precede the train to the crossing before the 
train is allowed to proceed, and the conductor and engineer 
should be held responsible for knowing that this service is 
performed. 

No. 6. Daily orders given work trains should include the 
hours between 4:30 a.m. and 8:30 p. m., unless otherwise 
specified in order. 

No. 7. The safety of trains running at high speed depend- 
ing upon the equipment and physical condition of the road, 
we recommend that the quel of trains be regulated by the 
respective roads according to the requirements of their ser- 
vice. 

No. 8. We recommend that the letter ‘‘ A” be used to in- 
dicate ‘‘ train does not stop to receive or deliver passengers,” 
and the letter ‘‘B” to indicate ‘train stops on signal,” and 
that other letters of the alphabet be used for such purposes as 
the requirements of the respective roads may render neces- 
sary. Werecommend further that no character be used to 
indicate how trains shall be run. _ It should be printed on the 
time-table, in connection with each train, whether it shall run 
daily; daily, except Sunday, etc. 

No. 9. Conductors should be held fully responsible for the 
acts of their brakemen, and must know that they properly 
perform their duties. 

No. 10. Trainmen should be required to be on duty at least 
30 minutes before time of departure of their trains. 

No. 11. All trains should carry such signals as may be 
necessary to enable them to comply with the code in use on 
their respective roads. 

No. 12. All passenger trainmen should be required to wear 
full uniforms, 

No. 13. The conductor or brakeman should announce dis- 
tinctly from the centre of the car: ‘‘ Next station is aw 
immediately after the train leaves preceding station, and re- 
peat the name of the station twice immediately before arrival 
at such station. 





ENGINEERS AND FIREMEN. 


No. 1. Engineers and firemen should be subject to the 
orders of the officer in charge of the motive power depart- 
ment, when on duty, and not on the road. 

No. 2. Engineers should register before leaving on each 


trip. 

No. 3. Engineers while on the road are solely under the 
direction of the conductor, except when such directions en- 
danger the safety of the train, or conflict with rules, when 
they are held equally responsible with the conductor for any 
accident resulting therefrom. 

No. 4. Engineers should be held responsible for knowing 
that their engines are supplied with necessary tools, which 
tools should be specified by the regulations of each road. 

No. 5. Engineers should be held responsible for running 
off switches when the targets indicate that the switches are 
wrong, provided the targets are sufficiently large to be seen 
at such a distance as to enable them to stop. 

No. 6. At all terminal stations, and stations where the 
make up of a train is changed, the engineer should be re- 
quired to test air-brakes before startlng, and should again 
test them after having run 1,000 ft. , 

No. 7. Where signals are given and not fully understood 
by engineers, they must come to a full stop and ascertain 
positively what such signals indicate, before proceeding. 

No. 8. No fireman, not authorized by the proper officer, 
should be permitted to operate engines in the absence of the 
engineer. 

SECTION FOREMEN. 


No. 1. Such instructions to section foremen as are neces- 
sary to the safe operation of the road should form part of 
general rules. 

No. 2. Sectionmen should be required to make such tem- 
porary repairs to telegraph lines as are necessary, and report 
the same to the nearest telegraph station. 

No. 3. Sectionmen should be required to protect themselves 
against irregular trains at all times. 


YARDMEN. 


No. 1. In coupling cars, train and yardmen should know 
that coupling apparatus is in proper condition and should take 
the necessary time to ascertain this fact. 

No. 2. Men should not be permitted to couple cars by 
hand, but should be required, in all cases, to use coupling 
sticks, or some similar device that will not expose them to 
injury. 

No. 3. The use of liquor in any form, whether men are on 
duty or not, should not be tolerated. 

No. 4. Men dismissed, for cause, from one part of the ser- 
vice, should not be permitted to enter any of the other de- 
partments. 


TRAIN ORDERS. 


No. 1. We recommend that the double order system should 
be used in all cases, 

No, 2. We would recommend the use of certain abbrevi- 
ations in the movement of trains by telegraph, but, owing to 
our time being limited, have been unable to formulate them. 

No. 3. Asa large majority of the roads favor writing all 
numbers in full, as well as using the numerals, we recommend 
that this be made the rule in all cases. 

No. 4. Train orders should be signed by some one person 
designated by each company. 

No. 5. It is not necessary for regular scheduled trains to 
get telegraph orders authorizing them to run before starting 
from terminals, 

No. 6. Manifold paper should be used for train orders. 

No. 7. It is only necessary for the conductor to sign train 
orders received, but engineers should not leave stations where 
there are orders for their trains without having a copy in 
their possession. 

No. 8. In case the line fails before the order has been com- 
pleted and made correct, the order shall become void. 

No. 9. In running an inferior class train against one of a 
superior class, we recommend that, when it cannot be avoided, 
a holding order should be relied upon, but, if practicable, one 
telegraph station should intervene between the place where 
Figg er is given and the station where the other train is 

eld. 

No. 10. Where the volume of business is sufficient to require 
a ay dispatchers shall be allowed an assistant to copy 
orders. 

No, 11. In running one train ahead of another, we recom- 
mend that inferior trains running ahead of superior trains 
should be run on a time order. Trains of the same class 
should be run on positive orders. 

No. 12. We recommend that orders to run to any given 
point, regardless of another train, should be given only when 
absolutely necessarv. 





No, 18, We recommend that the different forms of train 
Orders allowed to be used should be published, with the gen- 





we 


eral rules for the movement of trains, together with the 
explanation of each, on the time-tables. 

os. 14 and 15. All trains should stop for telegraph orders 
when the telegraph signal is displayed. 

A train stopping for orders where signal is displayed should 
be given a clearance order. when there are no movement 
orders affecting that train. 

No. 16. We recommend the use of a time order to inferior 
trains, where circumstances require it. 

No. 17. We recommend that a time order should be given 
first-class trains to run late between specified points, for a 
distance not exceeding 50 miles, and to.give all other trains 
the right to use the time to run against or ahead of such 
train. 

GENERAL REMARKS. 


Your committee have endeavored to embody in the fore- 
going recommendations all points that should be considered 
in connection with the general regulations: but if any im- 
portant points have been omitted they would be glad to have 
their attention called to them. 

We believe it to be the interest of all concerned that a com- 
mittee should prepare and submit, at some future meeting of 
the Convention, a set of definite rules, based upon these 
recommendations, or such others as may be satisfactory to 
the majority of the roads. 

We hope that the members of the Convention will fully ex- 
press their views—jirst, whether they agree with the recom- 
mendations of the committee, as submitted in detail: and, 
secondly, whether they desire these recommendations to be 
formulated and presented for future action. 

After hearing and receiving this report, in order that it 
might be fully considered and discussed, the Convention 
adopted the following resolutions : 


‘* Resolved, That the present Committee on Uniform Tele- 
graph and Train Rules be continued and requested to formu- 
late and submit a code of rules for consideration at the next 
meeting of the Convention. 

** Resolved, That the Secretary be instructed to print the 
recommendations of the Committee in the form of a circular 
(in addition to the report in the proceedings) provided with 
proper space for marginal notes respecting each recommenda- 
tion; that this circular be distributed among the officers of 
the several roads with the request that they shall tully con- 
sider the various recommendations and forward their replies 
for consideration by the committee on or before such date as 
may be named.” 








Suburban Rolling Stock and Standard Truck. 


The regular monthly meeting of the New England Rail- 
road Club wus held April 22. | President Marden delivered 
an opening address, thanking the members for the honor of 
election, and hoping that much might be done during. the 
coming year in the way of adoption of standards, and especi- 
ally of some automatic brake and car-coupler. 

After discussion of various business matters, the subject of 
the evening was taken up: 

ROLLING STOCK FOR SUBURBAN PASSENGER TRAVEL. 

The CHAIRMAN gave his ideas of au engine for suburban 
traffic, which should have four drivers with pony truck at 
each end, and an 8-wheel tender. 

Mr. Stewart (Fitchburg Railroad) considered that for 
short-haul traffic there was nothing so good as the Forney 
engine. His road had a number in use, which take 15 pas- 
senger cars 15 miles without taking water, with fuel enough 
for 30 miles. Cylinders, 16 x 20, were sufficiently powerful 
for three or four-car trains. He found no trouble from 
flange cutting, nor in other details. 

Mr. RicHarps (Boston & Providence) had 50 or 60 loco- 
motives exclusively for suburban traffic, mostly what were 
called cast-off engines, but they now needed something better 
and the Forney seemed the thing. They carried four tons of 
coal and 2,000 gallons of water, drawing four to eight cars, 
and making 140 miles a day without taking coal. They 
curved easily, but he understood had some tendency to flange. 
He had noticed in the Railroad Gazette an illustration of a 
suburban locomotive now used on the Great Eastern Railway 
of England. The Superintendent of Motive Power, Mr. 
Worsdell, had discarded the Forney and gone back to the 
double-ender type which, many years ago, was superseded in 
England by the Pormay type. The Forney, however, could 
be used to advantage on either light or heavy trains. 

Mr. Grices (Providence & Worcester) believed his road 
was the first to use the Forney engines, some four years ago. 
It now had six and could not get along without them. They 
were satisfactory in every way. 

Mr, J. A. COLEMAN, of Providence, eulogized the Wootten 
dust-burning engine, especially as doing away with the nui- 
sance of cinders and dust. At the 1878 Paris Exposition there 
was so much prejudice against the clumsy machine that the 
committee would not permit it to be tried, bat finally, after 
ascertaining by trial its large economy in fuel and other 
great advantages, they expressed amazement and profuse 
apologies were made, Similar difficulties were met in Italy. 
After many refusals, finding that it could burn Italian lignite 
or coal-dust instead of expensive English coal, a trial was or- 
dered on the roads between Milan and Lake Como, 60 miles 
and back every day, over the worst curves and grades in 
Italy, with success which surprised every one. Nothing but 
poor lignite and common coal-dust was used. The fireman 
would level up his fire and not touch it until he reached the 
next station. The secret of its economy and absence of dirt 
was its large grate surface—three to four times greater than 
in ordinary locomotives. 

He considered the system of side doors of cars on English 
suburban trains a great advantage over our own and _indis- 
pensable for rapid traffic. They had a door for every six pas- 
sengers. We one for every 30. 

The way to stop the nuisance of dust was to begin at the 
bottom and prevent cinders from being made. The trouble 
was'that we were too much inclined to stay in ruts. As an 
engineer said to him in France, railroad men drew the same 
salaries whether they introduced improved devices or not. 

Mr. LAUDER said that a forced draft must carry out the 
small particles of coal, and no one had been able to prevent 
it in this country. nor did he think they ever would. 

Mr. COLEMAN considered the method of burning coal in 
Great Britain much superior to ours. Their trains make as 

uick time as ours, and are fully as heavy; but whereas in 

urope one was never covered with cinders, in this country 
one almost always was. In 10 yearsin Europe he had not 
seen as many cinders as on this afternoon from Providence 
to Boston. It is a universal nuisance in this country, while 
although he had gone 400 miles on the “‘Fiying Scotchman” 
at 60 miles per hour, he had not beentroubled. Some of their 
arrangements were well worth looking into. 

Mr. RicHarps then read from the Railroad Gazette details 

of the locomotive referred to on the Great Eastern Railway. 
Englishmen found no necessity for devices to keep down the 
dirt, no screens or anything of that kind, and we should 
study and copy their practice in fuel burning. 
Mr. A. M. Ware had found the inclined ‘brick-arch pass- 
ing through the centre of the fire-box a most efficient device 
for arresting sparks. He thought there were many Ameri- 
can engines which did not throw — 

Mr, Apams thought very quick work was done in this 
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country in loading and unloading suburban passengers. 


veniences would be difficult with such cars, and station plat- 
forms at the level of the car be required. 

Mr. COLEMAN pointed out that this was in no way esential. 
A loug running step on the side was sufficient. In Switzer- 
land cars with side entrance had passage-ways throughout 
the train. In Russia water-closets and heating apparatus 
were also used with side-doors. 

The PRESIDENT thought our American system best, but 
cars should be short, not over 40 or 45 ft. 

CENTRE-DRAFT FREIGHT CARS. 

Mr. LAUDER called attention to the recent order of the 
Boston & Albany refusing after this month to receive freight 
ears drawing from the centre-pin. The Grand Trunk had 
declined to receive these cars 10 years ago, but he supposed 
every road in Boston had from 100 to 500 of them. Although 
none were built out of New England, and few had been built 
within the last 15 or 20 years, yet some of the extreme 
Eastern roads might still be building them in that way. 

STANDARD TRUCK. 

The drawings recently prepared by the committee of the 
Master Car-Builders’ Association were briefly discussed. 

Mr. LAUDER liked it, as being mostly of metal, adapted to 


the convenient use of inner-hung brakes, and to either swing | 


or rigid bolster. He moved that the Secretary be instructed 
to communicate with the Chairman of the committee, Mr. 
Forsythe, to the effect that this Club, after examination, will 
indorse the design, and the motion was carried. 








Standard Russian Box Car. 





The accompanying engravings represent a form of box car 


which has been adopted as standard by Russian railroads. | _ 
The car illustrated was built by the Russian Baltic Car | distance below the car, in 6 to 7 minutes when one spout on | he 


Works at Riga. The dimensions and construction are clearly 
shown in dur illustrations, which are prepared from drawings 
in the Organ fur die Fortschritte des Fisenbahnwesens. It 
will be noticed that the cubic contents of the car are about 
two-thirds of that of a standard American box car, and that 
the arrangement of side doors is very similar to that 
usual here. The peculiarity of the car lies in the arrange- 
ments for emptying the car of grain in bulk. This is effected 
by means of spouts, placed under the floor of 
the car. The spouts can be closed by valves regulated 
by a handle and screw. Fig. 3 shows clearly the method 
adopted to make the car available for general freight. The 


portion of the floor above the spout is hinged and swung out 


of the way against the side of the car when grain is carried. 
The level floor is restored by simply lowering the flap to a 
horizontal position, as shown on the right hand side of fig. 3. 
The flap is maintained in a perpendicular position by hinged 
bolts, which are shown in figs. 1 and 4. 

Two different arrangements of spouts are shown. That 
marked System A enables the contents of the car to be 
emptied as quickly as possible into the hold of a ship, a 
silo-pit, or any other receptacle situated some distance below 
the floor of the car. The spout is made large and extends 


PLAN OF ARRANGEMENT FOR GENERAL FREIGHT. 


STANDARD RUSSIAN BOX CAR, 


A ’ He | back nearly to the centre of the floor, so that almost the 
did not believe in side-doors. Water-closets and other con- | 


entire contents of the car can be emptied without shoveling. 
| The screw by which the slide valve on the spout is worked 
is secured by a fastening which is only accessible when the 
main door of the car is open. Hence one lead seal on the car 
door secures both door and spout. 
| In the system B, shown on the other side of the car, and in 
| detail on figs. 9, 10 and 11, two spouts are used on each side of 
| the car. These are placed as near the sides of the car as pos- 


| sible, and can be used for emptying grain, superphosphates or | 


similar freight into sacks. Two or four sacks can be filled 


| simultaneously, according as one or both sides of the car are | 
| 


| used. The slide valves on the spouts are moved and secured 
| as in System A. 

| The relative merit of these systems depends entirely upon 
| the kind of service required ; each system is best adapted to 
| the duties described above. 

| The advantages of these spouts are stated as follows : 

| The spouts can be easily applied to any car of suitable con- 
struction. ° 

| The stowage space inside the car is not interfered with. 

| The absence of loose parts. 


| The car is readily changed to convey ordinary freight. 

| Theft or loss is effectually guarded against. 

| It is stated that the contents of a car can be emptied into 
| sacks in 12 minutes, the system B being used, and the car 
| standing at an ordinary loading platform. 

The contents of a car can be emptied into a large bin some 


| system A is used. Four men inside the car are requisite to 
| shovel the grain toward the spout. 

| Inusing System B four men are employed for each spout. 
| One man inside the car shoveling, and three outside opening 
| the slide valves, and filling, supporting and taking away the 
| sacks, can fill 6 sacks per minute. A car carries about 600 
| poods (21,668 Ibs.) or about 150 sacks, so that with all four 
| spouts and 16 men, the car can be emptied and the sacks filled 
in 6 to 8 minutes. 

It will be noticed that the car has wrought-iron spoke 
wheels, 393, in. diameter on tread, spring buffers and the 
| usual European arrangement of axle boxes, pedestals and 
bearing springs. The under-frame is composite, the side sills 
being of channel iron 914 in. deep, and the end sills and other 
parts of timber. 








Master Car-Builders’ Association Circulars. 


The following circular of inquiry has been issued through 
the Secretary’s office : 
PLATFORM TIMBERS FOR FREIGHT CARS, 
The Committee anpentes to report on the Comparative 
Advantages of the Two Methods of Constructing Freight 
Cars (with and without platform timbers or end sills project- 











[May 8, 188 














Fig 3. SECTION THROUGH cD. 


FOR GRAIN. FOR GENERAL FREIGHT. 
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ing from the end of the car) request your answers to the 
following inquiries ; and in order that their report may be 
ready for your consideration at the next convention, they 
especially urge that replies be forwarded before May 15, as 
they will not be able to include any received after that date. 
There are in general use in this country two distinct 
methods of framing the end floor timbers of freight cars. Jn 
all of the appliances for the ends of freight cars, such as dead- 
woods, couplers, draft riggings, steps, brakes and running- 
board extensions, these two methods have to be considered, 
and the details of the appliances arranged to suit either one or 
the other. Of a consequence, complete uniformity cannot be 
secured until either one or the other, or a compromise of both, 
is adopted by the Association. 
The advocates of the method in which the platforms are 
dispensed with claim ; Economy in first cost ; minimum dis- 
| tance between cars enabling longer trains to be placed on 
shorter sidings, and facility for trainmen in passing from one 
car to another. 
The advocates for the platforms claim: Economy in re- 
pairs, as a broken end sill can be removed without disturbing 
| the end posts, bracing and covering of the car; also greater 
facilities in shifting cars in the yards, it not being necessary 
for the trainmen to get up on top of the cars to apply the 
| brakes, and in extreme cold weather trainmen can ride on 
the platforms, where they are protected against the wind. A 
| position cf safety is also afforded them on roads having tun- 
nels and through bridges, where they can be put out of dan- 
ger and still have control of the brakes. Further, with the 
| growth of business and the increased value of property in 
| cities, and on docks, it becomes necessary to make curves so 
sharp that the corners of the cars are liable to strike. This 
| liability and the resulting damage is prevented by the end 
| platforms. 
| 1, Please state how many freight cars belonging to the 
| company which you represent are built with platforms, and 
yw many without. 
| 2. Which method do you prefer, and your reasons for the 
| Same ¢ 
| 3. What action would you advise the Association taking 
| with a view to adopting either one or the other, or a com- 
| promise of both ? 

Answers to this circular should be addressed to Edward B. 
Wall, Chairman of Committee, Superintendent of Motive 
nage gaa Cincinnati & St. Louis Railway, Colum- 

us, Ohio. 


EpwWarp B. WALL, 


B. K. VERBRYCK, | committee. 





| GSontributions. 
Why We Have Few Fast Trains. 

To THE EDITOR OF THE RAILROAD GAZETTE : 

Your recent comment upon the article from the Pall Mall 
Gazette about relative speeds of English and American 
‘*fast” trains, gives, I think, a very fair and sensible view of 
the case, for it is indeed recognized by all that the real point 
is, not how many fast trains can be run in either country, 
but rather how fast can trains be run when a real attempt is 
made to concentrate a large amount of ‘‘ soonness” in a single 
regular run. 

But the most illuminating phase of the question is the mat~ 
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STANDARD RUSSIAN BOX CAR—ARRANGEMENTS OF GRAIN 


ter of motive. If we ask why the English roads run a dozen 
or a hundred very fast trains and why American roads run 
so few, shall we not at once find the explanation? Is it not 
like ninety-nine hundredths of all the questions in railroad 
economy—simply a matter of money? Do not the English 
run their fast and frequent trains simply to get or to retain 
patronage which would otherwise be attracted by some other 
road’s fast trains? And are not the few fast trains in this 
country run for precisely the same reason? Running at 
lightning speed is regarded as an exhilarating amusement 
and is considerably indulged in by engines attached to direc- 
tor’s cars and such like vehicles, but when it is kept up as a 
regular thing, the fuel account and other vulgar things step 
in aud abstract the éclat, as it were. 

Philadelphia and New York are exceptionally well situated 
in having so unassuming a country as New Jersey between 
them, and it is but natural that they should afford the best 
examples of American speed. On those smooth and level 
tangents it is only fair to expect that the Pennsylvania road 
with its 78-in. drivers, and the Reading with its two-acre 
fire-boxes should make time as good as the best, and keep 
our name up equal with that of the ‘‘blarsted Britisher” or 
any one else. The New York-Boston lines are peculiar 


in having (at the southern end) too little railroad 
competition, and too much of another good thing to 
wit, steamboat lines, with which it is practically im- 


possible to compete in the matter of fares. If they could 
have Long Island Sound well frozen over, and thus get 
enough people to travel by rail so that it would pay to run 
100-ton trains instead of the 250-ton or heavier which are 
now run, they would no doubt do some very quick traveling, 
notwithstanding the somewhat “ risin’ ground” they have tu 
pass over. The New York, New Haven & Hartford does 
some pretty good running already, for a ‘‘ monopoly ;:” and 
Mr. Underhill’s 160-pound pressure engines can annihilate a 
pretty large percentage of the Boston & Albany’s 50-ft. 
grades, provided only that it appears profitable so to do. 
NEw ENGLAND. 








Rail Sections and Flange Wear—Two Sharp Flanges 
on One Axle. 


WEST MILWAUKEE, Wis., April 13, 1885. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

Referring to the question of the wheels wearing so that 
both wheels on the same axle have sharp flanges. discussed 
in the issues of your journal of March 27 and April 10, I 
was very much interested in the extremely thoughtful article 
by ‘‘ C. E.,” in the issue of March 27, and equally surprised 
at the remark made by a correspondent in the issue for April 
10, who says: “Two sharp or worn flanges on the 
same axle are very common,” the same apparently 
being the result of experience on the Pennsyl- 
vania Railroad. The following rule has long been 
in force on this road and several others with regard to using 
second-hand wheels which are good for further service : 
‘* Wheels showing a tendency to wear at the flange should be 
mated together; also wheels showing a tendency to wear 
away from the flange.” Are not the wheels referred to some 
that have made a second run and that have been re-mated in 
accordance with the above rule ? 

As a matter of fact, I would say, after having made this 
particular point one of careful observation for 10 years,that 
it is an extremely rare occurrence to find two sharp or much 
worn flanges on the same axle, on the first run of the wheels. 
Two worn flanges on the same axle have been caused by revers- 
ing the wheels in the truck after one of the wheels showed 
considerable flange wear, but even this often fails to prevent 








the continued wear of the flange that was worn before the 
wheels were reversed. 

Any well-conducted wheel record that gives the defects or 
conditions of each wheel of a pair will show conclusively that 
the wear of flanges is confined almost exclusively to one 
wheel of a pair. From such a record the following figures 
are given: During the past month, 45 wheels drawn from 
passenger cars have been reported ‘‘ worn flanges,” and in 
every case the mate wheels are reported either worn tread or 
worn hollow away from the flange. As to the accuracy of 
these reports, it should be added that nearly all of these 
wheels have been twice inspected, first by the men removing 
the wheels, and second by the general inspector for the whole 
road. The only exception to the double inspection is for 
wheels that were found good enough to transfer directly to 
freight cars without being removed from the axles. 

.The condition shown by this month’s record repeats itself 
month after month and year after year, as I have had 
abundant means of proving. 

Without attempting to theorize in the matter, I present 
the above merely as a fact; and the question of shape of 
flanges and rails which is now being carefully discussed is 
of too much importance to be obscured by facts which appar- 
ently bear upon it but which on further investigation are 
found to be due to causes which have no bearing whatever on 
the questions at issue. J. N. B. 








Saving in Use of Oil and Tallow. 


BLAIRSVILLE, Pa., April 8, 1885. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

In reply to a recent communication on the ‘‘ Use of Oil and 
Tallow,” which appeared in your columns a few weeks ago 
and was written by a Mr. T. A. Low, permit me to say in a 
few words why I am convinced that there isa great deal to 
be gained by a careful supervision of the use of lubricants by 
enginemen. 

In the system which we have in use there have been estab- 
lished limits per 100 miles engine running for each particu- 
lar run on the division. The figures which form these limits 
were formulated from results obtained, not by watching the 
consumption on one or two trips, but are really averages of 
amounts used in months of running, and are for that reason 
amply sufficient for all the ordinary every-day requirements 
of the power. 

Of course, we do not require our men to run down to these 
limits in all cases; neither do we take them severely to task 
when a hot pin or brass causes them to have an excess; but 
when they do have an excess, we want to know. the reason 
why, and if any of our menshould present any; such lame ex- 
cuse as that ‘‘something got into the cup and stopped the 
feed,” we would not only know at once that that was not the 
reason, but would ask why this trouble was not remedied 
immediately. If the man says that the trouble is due to a 
hot pin, or something of that sort, the Assistant Road Fore- 
man is charged with the duty of investigating the complaint, 
and we never have any difficulty in locating the real cause of 
the trouble. 

Neither do we tell our men to count the drops, but we do 
tell them that enough is enough, and any more is wasteful- 
ness and a disregard of the proper use of the company’s ma- 
terial. In our letter to the men we are always careful to 
state that they are expected to do full justice to their en- 
gines, and if we had a man who preferred to crawl snail-like 
over the road rather than use an extra quart or two of oil, 
we would think that we had a case on hand which required 
a little discipline. 

We pay no premiums on oil and tallow saved, neither do 


























SPOUTS. 


we post a sheet in the round-houses containing the names of 
the men and the amounts they used, but we inform each one 
of them by letter just what his record is in the matter. The 
results of this scheme? are such as to encourage us to go for- 
ward in thiswork. Hot pins, brasses, journals, etc., are 
almost unknown on the division, in spite of the fact that we 
use about two-thirds less oil and tallow than the majority of 
the divisions on the Pennsylvania Railroad. 

Just one illustration of the fact that our power does not 
suffer on account of this strict watch over the use of lubri- 
cants, and I am done. 

Engine 501 was brought into the shop a few weeks ago for 
tire-turning and slight repairs. She had run 28,780 miles, 
and an examination of her valves shows a hollow wear of 
considerably less than a sixteenth, and all that was necessary 
to be done to put them in good shape was accomplished sim- 
ply by the use of the file. Her cylinders were in perfect 
condition and were left untouched. In fact, the wear of all 
her bearings was just what could be expected from an engine 
making this mileage and one that had always been thoroughly 
lubricated. 

This engine had been in heavy freight service right straight 
along, and is one which always had alow average in the use 
of these stores. 

This is not an exceptional case. We have had plenty of 
similar ones, and they should, it seems to me, convince even 
the most stubborn friend of allowing enginemen to use lubri- 
cants ad libitum that this thing is worthy of as much atten- 
tion as are the tools and equipments of an engine, or the fuel 
that is consumed in her fire-box. W. P. Drv. 








Retrenchment Papers. 
IV. 
MAINTENANCE OF WAY.—CONCLUDED. 

In these papers I am writing from the standpoint of the 
managing or general officer, whose lieutenants are the Division 
Superintendents, the Roadmaster and! the Master Mechanic, 
and hence I have treated my subject generally rather 
than in detail ; for that detailed knowledge which is a pre- 
requisite in the case of the departmental, is not always pos- 
sessed by the general officer. He is usually specially versed, 
if at all, in the affairs of one department only. He should, 
however, possess a general knowledge of what pertains to the 
administration of all the several departments over which his 
authority extends, for without such knowledge he is wholly 
unable to judge of the fitness of his several lieutenants for the 
positions they occupy, and unable to pass upon the ability 
and economy with which they administer the affairs com- 
mitted to them. Herce, lacking such}knowledge, the sooner 
he obtains it the better, both for himself and his employers, 
and for the good of the property over which he presides, aml 
especially so at a time when he is about to inaugurate a pol- 
icy of reductions of wages and forces, and of the most rigid 
economy generally. Accordingly a few general considera- 
tions concerning the road department will not be thought out 
of place at this point. 

In closing the previous paper I refer:ed to the necessity for 
careful discrimination when it is not possible to do all of the 
work that one would like todo. There are a few things con- 
nected with maintenance of way which, if well done, will 
make amends for the temporary neglect of many others. 
There is no danger, I presume, of over-estimating the impor- 
tance of having track in reasonably good surface and align- 
ment, but so far as defects here are concerned, we may say 
that the first thing is to have the track level in its cross sec- 
tion, as points lower on one side than the other give rise to 
the violent rolling motion so destructive to both track and 
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IMPROVED WATER GAUGE, 


rolling stock, Next perhaps in importance is aligument 
meaning thereby a decent and respectably straight track, | 
where rio time is lost in getting things down unnecessarily 
fine. | 
To maintain track in such condition, summer and winter, 
requires good ties and ballast, and a well drained road-bed ; | 
but if good ballast is lacking, drainage becomes even more 
important, especially when we consider the action of frost in 
throwing track out of line and surface. With geod broken | 
stone ballast this action is at its minimum, because such bal- 
last retains no moisture to freeze and disarrange the track ; 
but substitute poor ballast for good and the poor article soaks 
up the moisture like a sponge, and retains it till frost comes | 
to do its work of destruction, Just here is where good drain- | 
age comes in to help keep track in line. Side ditches at 
pottom of cuts, by draining the ballast and carrying off the 
water, reduce the trouble toa minimum ; and here particularly | 





| 





must it be remembered, that ditching along the top | 
of excavations strikes, so to speak, at the root of | 
the evil, by preventing surface water from running | 
into the cut and carrying with it much of the | 
material from the slope, thus filling up side ditches, | 
and adding to the labors of the eonstruction trains. Chief, | 


therefore, among the things which must be attended to are | 
surface and alignment of track, and also ballast and drain- 
age of road-bed, without which such surface and alignment 
cannot long be maintained, All treatises on maintenance of | 
way and all writers on this subject are in agreement here. | 

[I must hot, however, suffer this paper to drift too far into | 
a discussion of maintenance of way matters, and so lose sight | 
of my real subject, ‘‘ retrenchment,” for it is only as an aid 
to retrenchment, as enabling retrenchment to be effected more 
rationally and with more satisfactory results, that I, in pass- 
ing, refer to the details special to certain departments. Much | 
of what I have to say will be quite elementary to either mas- 
ter mechanics or roadmasters, or department officers of one 
kind or another, but some general officers there are to whom 
cither it is not elementary or else to whom it does not come | 
home with the force and reality with which it ought. 

Mr. Paine, in the opening words of his paper already re- | 
ferred to, puts this matter of drainage as follows: ‘‘ There | 
is probably no written work treating of the construction of | 
roads or of railroads in which the necessity of drainage is not | 
more or less insisted upon, yet in the building of our rail- 
ways, it really seems to be the last matter attended to,” and 
I may add that too often these words apply, not only to the | 
construction of railroads, but with equal force to the methods | 


of managing them after they are turned over to the operat- | 
ing department. | 
In this same connection, I would suggest to those who may | 
read these lines to turn back to page 807 of the last volume | 
of the Railroad Gazette, where the remainder of Mr. Paine’s 
article will be found, and re-read it from the standpoint of 
retrenchment. I would particularly call the attention of all 


saying, is continually ‘‘wasting at the bung while saving at 
the spiggot.” Such short-sighted ways of looking at things, 
it will be found, are not confined either. to the subject of 
drainage or, more generally, to matters only connected with 
the department of maintenance of way. 

Most of what I have thus far written per'ains to economy 
of the time of the track force, but I must also say something 
about economy of material. Money is often wasted by 
trackmen through carelessness in its use. Spikes are lost 0; 
broken by improper drawing or driving, ties are removed 


| Sooner than absolutely necessary, or when removed are cast 


aside when they might still do service on sidings; new or 
comparatively good rails are shortened by cutting, when by 
a little extra trouble an old piece could be found which with 
the same work would answer equally well. Improper use of 
fish-plates, unnecessary adzing of ties, and a thousand and, 
one other similar things, all constitute small leaks wel 
worthy of attention, and with them may be mentioned care- 
lessness in the collection of scrap iron and other waste ma- 
terial for subsequent sale for company account. All such 
matters are sure to go wrong if section-men are left too much 
to themselves. It should not be forgotten that although 
there are exceptions to the rule, section-men as a class have the 
reputation of being not over-scrupulous as to appropriating 
either the time on the material of the company. Nor, if 
left to themselves, can one safely take it for granted that 
they are faithfully performing their full share of work in 
proper shape. Experience teaches that they must be under 
the constant supervision of a superior who fully understands 
their capabilities, and insists upon a full and faithful service 
at their hands. 

In conclusion, we may sum up the whole matter som -what 
as follows, to wit: That any considerable saving in main te- 
nance of way expenses must be effected by cutting down the 
force, and that the question of when and how must be left to 
the discretion of the Roadmaster; that to enable the road 
to be kept safe after such reduction, nice discrimination must 


| generally be used in determining just what are the things 


most necessary to be done, and resolution displayed in keep- 
ing the track force at work, mainly at those things and none 
others ; that in most cases the text for the Roadmaster in 
his interviews with section foremen should be surface and 
alignment, and as an essential to these desirable things, drain- 
age both by side and berme ditches, and that such improve- 
ments should be effected in the quality and quantity of bal- 
last, if it be in either respect inferior, as circumstances will 


| permit; making these things secondary only to the usual in- 


spections as to soundness of rails, good condition of joints 
and ties and frogs and switches, and the general condition of 
the permanent way; that the effectiveness of this reduced 
force of trackmen can be greatly increased by detecting and 
correcting any improper and time-wasting methods of doing 
work, and by seeing to it that the men are equipped with 
efficient and time-saving tools of the best quality and patterns; 
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general officers, where a raid upon the road department in | and, lastly, that their work shall have such careful super- 
the interests of economy is either in progress or being con- | vision that they can neither waste nor be careless of either 
sidered, to that portion of the article wherein he describes | time or material, nor injure tools and supplies by improper or 
his own experience during a similar season of ‘ rigid econo-| careless use, nor allow scrap and waste material to be 
my” (see bottom of first column, page 808), when with a| neglected and uncollected, until it is either buried out of 
force of men, inadequate to the task before them, a faithful 
attention in early fall to the drainage of the road-bed enabled 
the road to get comfortably through winter and spring, not- 
withstanding a lamentable want of most of the other things 
needful, the road department is thus efficiently administered ? Chiefly, 

The policy which, after putting track into reasonably de- | I take it, as before intimated, by having for his lieutenant a 
cent shape, can not afford properly to drain the road-bed, and | Roadmaster on whom he can implicitly rely. And yet not 
which later on can not see that largely increased expense is | wholly in this way either. I believe, myself, in the salutary 
constantly being incurred in surfacing and lining up track | effect of a proper system of track accounts, and it seems 
thrown out of line and surface, chiefly because the ballast, | strange to me that so often roads display such lack of system 
improperly drained, and hence soft and yielding in its nature, | in this respect. I have no space for a detailed discussion of 
settles or moves sideways under the weight of passing trairis, | this subject here, nor is it required. The subject has been 
isan extremely short-sighted one, which, to quote the old | already ably treated by Mr. Kirkman in his pamphlet of 45 


sight by the action of the elements, or in some mysterious 
manner finds its way to the local junk shops without benefit 
to the co-operative purse. 

But how shall the general managing officer be assured that 
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pages on ‘The Track Accounts of Railroads, and how they 
should be kept.” With such a system as he describes, or with 
any system that is worthy of the name, it is possible to ascer 
tain whether the Roadmaster is keeping his subordinates well 
up to their duty and they are rendering full return for their 
monthly drafts on the paymaster, It furnishes at once both 
a check on the work of the section force and on the ability 
of the Roadmaster to work them to the company’s best ad- 
vantage. 

I hardly think I can close this paper better than in 
the words of Mr. Kirkman, quoted from the above-mentioned 
pamphlet : 

** Adequate supervision of the affairs of a corporation is 
impossible without carefully compiled and accurate accounts 
and statistics. This is especially so in regard to roadway and 
track.” * * * Andagain: ‘* This minute comparison of 
the quantities of material used * * * will be certain to 
demonstrate the difference between an economical and profli- 
gate use of material by operatives.” Again: ‘“* A careful 
classification of track labor will enable the officers of a rail 
road to judge with greater accuracy from month to month as 
to the economy exercised by road-masters and section-fore 
men ;” and finally, referring to the particular system of ac- 
counts which he recommends, he says : 

‘* They will, moreover, afford a convenient and valuable 
basis for estimating the cost of track expenditures generally, 
and for forming a correct judgment of the skill and economy 
exercised by those responsible for this important class of 
work.” Epwin A. HILL. 





Improved Water-Gauge. 





The accompanying illustration, for which we are indebted 
to the London Engineer, represents a form of glass water- 
gauge invented by Mr. Thos. R. Summerson, of Darlington, 
England. 

The improvement consists in cutting a gap the full depth of 
the stuffing-box, so that the glass can be introduced without 
unscrewing the cap of the upper filting. This gap is closed 
by a tongue, which is made in one piece with the gland. The 
gland-nut embraces the outer circumference of the stuffing- 
box in the usual manner, The advantages claimed for this 
improvement are as follows : 

1. The attendant, when fixing a fresh glass, sees at a glance 
when he has got it the right length, and thus the danger of a 
short glass 
avoided, 

2. 


obstruction at the upper end by packing—is 
A fresh glass is more easily inserted, as it is not neces- 
sary with glasses of a short range to remove the cap of the 
upper fitting. This cap, which is dispensed with in the im- 
proved water-gauge, frequently sets fast, and it is not uncom 
mon to bend the upper fitting in trying to unscrew it. 

8. A fresh glass is inserted with greater dispatch on account 
of the broken glass and old packing being more easily re 
moved from the stuffing-box. 





The Garverick Journal-Box Jack. 


The accompanying illustrations represent a simple form of 
jack recently introduced by the Allison Manufacturing Co., 
and exhibited at the New Orleans Exposition. 

It will be seen that the lifting power of the jack is a long 
lever which is so arranged that the box is lifted by a single 
movement of the lever, which gains leverage as the car 
springs are compressed during the lifting of the box. This is 
just as it should be, and enables one man with a total move- 
ment of his end of the lever of about five feet, to lift’ the box 
of a loaded car about 1!¢ inches. 

The wheel itself forms the fulcrum, a double advantage, as 
it prevents the wheel from rising and following the brass, 
and dispenses with the necessity for providing any packing 
on which to rest a jack of the usual form. 

The fulcrum being placed on the top of the wheel, hooks 
between the flange and is thus firmly secured, 

The bottom cross-bar is placed under the box, and if neces- 
sary the two hooks sliding on the bolts can be engaged with 
the pedestal jaws so as to prevent the jack slipping on the 
rounded part of the oil cellar. These hooks are not necessary 
with most freight cars or with diamond trucks, 

The top cross bar is slotted at each end, so that the upper 
and lower parts of the jack can be easily detached. The top 
bar and the fulcrum piece are connected by two short pull- 
rods having swivel joints, so that the hand lever can be placed 
at any angle with the car. This is of course indispensable to 
working the jack on a car standing on a siding with another 
car alongside. The holes in the fulcrum provide for differ- 
ences in lengths of axle, or style of box or pedestal. 

The jack has been very lately introduced, and has not yet 
had an extended trial, but appears likely to prove an exceed- 
ingly useful appliance in everyday practical railroad working. 


THE SCRAP HEAP, 
A Murdered Man as Baggage. 
A dispatch from Pittsburgh, May 1, says: ‘‘ This evening 





| Baggagemaster Jenkins, at the Union Depot, upon bursting 


open a trunk, was horrified at finding in 1t the dead body of 
aman, securely bound. The trunk was a common wooden 
one, and evidently had not been in use before. It arrived 
here from Chicago over the Pittsburgh, Fort Wayne & Chi- 
cago Railroad at 6:40 a. m. on the morning express and was 
checked No, 4,171, but no person called to claim it. The 
baggagemaster noticed a peculiar smell when it was un- 
loaded from the train, but no attention was paid to it until 
this evening, when the stench became unbearable. After a 
consultation the railroad officials decided to open it, and the 
result was the ghastly discovery. 

‘* The body was in an advanced state of decomposition, and 
the face was horribly discolored and bloated. The body, in 
order to get it into the trunk, had been bent almost double. 
Around the neck, arms and legs was a hemp cord about }< 





in. in thickness, which had been drawn so tight that it ha 
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THE GARVERICK JOURNAL BOX JACK, 


cut deep into the flesh. There were no marks of violence, | 
and, so far as could be ascertained from an outward exami- 
nation, the stomach was in a normal condition, |The body | 
was that of a laboring man probably 30 years old, of short, | 
heavy build, with a sinooth face. ie was dressed in a pair | 
of checked woolen trousers, a blue cotton shirt, blue woolen 
stockings, and on his feet wore a pair of new congress gaiters. | 
There was nothing on his person that furnished any clew to | 
his identity, except an international money order, in favor of 
Filippo Caruso, for $24.45. The order was drawn at Chica- 
go on Feb, 24, 1885, 

‘‘ Immediately after the finding of the body Coroner Dress- 
ler was summoned and it was placed in his charge. A tele- 
gram was sent to the baggage agent at Chicago, but he 
replied that he bad no means of finding out who had checked 
the trunk. The coroner has begun an investigation. He is 
of the opinion that the remains were in the trunk for at least 
36 hours. 

** Diligent inquiry has failed to develop any facts concern- 
ing the trunk. Baggagemen at the Fort Wayne depot, how- 
ever, believe from the description of the baggage and the 
number of the check that it was left there by three [talians, 
who brought it to the depot in an express wagon. No record 
of baggage is kept whereby this belief can be substantiated at 
present.” 

A Daring Train Robber. 

The Indianapolis News of April 30 says: “A passenger on 
the Louisville, New Albany & Chicago brought to this city 
to-day the first news of a daring express robbery and murder 
on that line, between Harrodsburg and Smithville Hill, 
shortly after 11 o’clock last night, and further details con- 
firm it as one of the bloodiest deeds on record. The train 
was a through one, running from Louisville to Chicago, and 
was in charge of Conductor Chambers, with Peter Weber, 
of New Albany, baggagemaster, and Geo, K. Davis, of 
Louisville, express messenger. On these night trains the 
messenger and baggagemaster occupy the same apart- 
ment. Shortly after 11 o’clock a stop was made at the 
Harrodsburg water tank, and while the engine was 
taking water, J. H. Hamilton, of Greencastle, saw a tramp 
carrying a heavy stick in his hand, apparently climb out 
from under the trucks and make his way forward. That | 
was the last seen of him. Near Smithville there was a sharp | 
pull at the rope for the engineer to stop, and immediately | 
afterwards Weber staggered into the smoking car and gasped 
that himself and messenger had been shot: by a train robber, | 
after which he fell unconscious to the floor, bleeding from a | 
terrible wound in the head. The passengers rushed for the | 
baggage car, to find Davis weltering in his blood, and his 
safe open and plundered, while the floor was strewn with 








papers which the robber had cast aside as worthless. The | 
messenger was unconscious, he having been shot in| 
the head, the bullet tearing away a_ portion of 
the skull larger than a silver dollar. In addition he had evi- 


dently been struck with some heavy blunt weapon on the back | 
of his head, which had torn the scalp loose from the bone. 
Near by lay a heavy hickory stick, which the assassin had evi- 
dently used for a bludgeon, After Weber recovered con | 
sciousness he stated that both he and Davis were lying upon | 
their train-chests, asleep, when he was awakened by a heavy | 
blow upon the head and he saw a tall, muscular man struggling 

with Davis, whose face was covered with blood. He was too 

badly injured to interfere. While they were struggling Davis | 
loosened one arm and drew his revolver, but the robber | 
wrested it from him and then shot him, and he fell | 
to the floor. The robber then ordered Weber to 
open the safe under threat of death, and compelled him to 
take the key from the messenger’s pockets and select the 
proper one, and after the lid was thrown back the robber 
then made a deliberate selection of all the valuable packages, 
a task with which he seemed to be familiar. He then turned 
again to Weber, leveling the weapon, and as the baggage- 





master tremblingly asked if he intended to kill him, 
he replied, with an oath, in the affirmative, and 


pulled trigger, the bullet striking near the temple and mak- 
ing a severe scalp wound. Weber reports, however, 
that he had strength sufficient to pull the bell rope, | 
and as the train slowed up he saw the robber and mur- 
derer deliberately leave the car and make his escape. He 
describes him as a tall, muscular man, aged 35, raggedly 
dressed, and with a bristling light mustache, Pursuit was 
useless, and the train proceeded to Bloomington, where the 
wounded men were left under surgical care. Sometime this 
forenoon, Davis died, but the other will recover. The de- 
ceased was unmarried. A dispatch from Chicago, received 
at noon, reports that the loss to the express company will not 
exceed $400, but other estimates place it all the way from 
$1,300 to $2,000. There is no clue as yet to the assassin, but 
a swift pursuit has been organized.” 





Esthetic Traveling. 

The teeming mind of James Watt did not despise the faint 
suggestion which the boiling teakettle gave him of the com- 
ing steam-engine, neither has the happy thought of a com- 
mon Connecticut hackman—common ! oh, the irony of that 
word |! as Gilbert would say—been despised by those who run 


railway coaches. This New Britain hackman was observed 
to possess a hack which never left the station empty and 
never came to it unfilled. But what was the secret? His 
coach was renowned, in a wonderfully short time after it be- 
gan running, for an agreeable eccentricity. Whereas all 
other hacks in the city were stale and stuffy, and in some in- 
stances positively maletanian. this especial hack evolved an 
atmosphere as sweet as the breath of kine, and as fra- 
grant as the Sabian odors from the spicy shore of 
Araby the blest. The hackman had sprinkled a few drops of 
violet-water over his carriage’s upholstery. That was all. 
‘* How nice this car smells!” This is a common expression, 
from the lips of ladies especially, in the coaches of the New 
England Limited. The conductor of the train, or somebody 
else with perceptive brain, has caught on to the wrinkle of 
that New Britain hackman, and the result is, an entire train 
permeated with a delicate perfume, or rather the suggestion 
of a perfume; for the sprinkler has a trained nose, and, 
therefore, knows that there is a well-defined line between 
just enough and something too much. The result is the acme 
of wsthetic oy traveling. To be wafted over the earth, 
carrying ever with you an atmosphere of sensuous delight,— 
what greater bliss could one ask for? Sleeping upon a bed 
of roses—roses have thorns, it will be remembered—were as 
nothing to it.—Pathfinder Guide. 


Beating a Railroad. 


‘* Speaking of railroad monopolies,” said Brown, ‘‘ I got the 
best of one the other day. Did | it up in great shape.” 
‘* How was that ?” 

‘** You won’t give me away / I wouldn't have it get back | 
to the ears of the company for considerable.” 

‘* Mum’s the word.’ 

‘Well, sir, I bought a round-trip ticket between here and | 
Ypsilanti and then walked back. “Got the ticket in my pocket | 
now. When it comes to dealing with these grinding railroad | 
monopolies I'm a thoroughbred, I am.—Detroit Journal. 
Passes. 

A Chicago man was run over by the cars last week. It is 
thought he slipped between the rails and could not extricate 
his feot in time to save his life.— Lowell Citizen. 

The railroads are now giving passes quite liberally. Two 
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of them yesterday gave all their stockholders a pass on their 
dividends—good for six months.—Boston Advertiser. 
Railroad managers are gling with the problem, 
‘‘ What shall be done with the train-boys?’ We believe the 
innocent little fellows should be utilized as steamer-buoys.— 
Pathfinder. : 
Yesterday an old lady near Qualla waved the danger sig- 
nal in so energetic and violent a manner that the train was 


— brought to a standstill, and when the anxious con- |. 


uctor wanted to know where the land-slide, broken rail or 
trouble was, she, with a pleasant smile and most matter-of- 
fact way, said, ‘‘ Why, honey, ther h’aint nuthin’ the matter; 


| supply of oil 





I jest want sum of you-uns to carry this mess of fish to 


Asheville, swap ‘em for sugar and fetch it back to me to- 
morrer.”—Asheville (N. C.) Citizen. 


Railroad Uniforms. 

A candidate for an appointment as assistant station mas- 
ter at a large London station sought the influence and patron- 
age of a director. The latter, before according it, deemed it 
advisable to inform the applicant that it had been decided 
the succesful candidate should wear a uniform. 

The candidate replied that he would have no objection to 
wearing a cocked hat and sword if necessary. 

Some English companies go beyond the usual uniform for 
all employés who may come into contact with the passengers, 
and supply their porters with red neckties. This gives uni- 
formity, and renders the men conspicuous, a small spot of 
bright red being easily seen in a crowded, bustling station, 
when the details of a quiet uniform are lost sight of. 

A Locomotive with a History. 

There is still running on the Western & Atlantic road in 
Georgia, hauling a passenger train, the old locomotive ‘* Gen- 
eral,” which was the pursued party in one of the most excit- 
ing chases on record. The locomotive was carried off by a 
small party of Federal scouts during the war, while the engi- 
neer and firemen were at dinner, and the train was stopping 
at Big Shanty. The pursuit was kept up for over 100 miles 


| before the engine was finally recaptured, and she was only 


abandoned when entirely out of fuel and water and the 
journal bearings had been almost entirely melted out, the 

Eaving also run out. In this chase the ‘* Gen- 
eral” and the pursuing engine probably made the fastest 
time ever run on a Southern road, although all parties were 
too much engaged in the business on had to keep any record 


| of the actual speed. 


A Tree on the Track. 

A few days ago a tree a foot in diameter and about 30 ft. high 

slid down from the steep mountain side above Rose’s Point, 

Monticello Railroad, and, strange to 
say, alighted in the centre of the track and stood as upright 
as though it had been planted there. The morning train was 
due at about the time the tree fell, and when it was flagged 
the passengers were greeted with the novel sight of a large, 
upright tree blocking the road. It was cut down, and the 
roots and stump tumbled down the bank. A New York 
gentleman, who had been to Monticello to engage board, was 
on the train, and he stated that this section was the most 
prolific he had ever been in. ‘‘ Only the day before I passed 
over this road,” he said, ‘‘and it was perfectly clear, and to-day 
I find a large tree growing inthe middle of the track. Wonder- 
ful growing country, indeed.”—Port Jervis (N. Y.) Gazette. 
Attempt at Train Wrecking, 

A dispatch from Augusta, Me., May 1, says: ** This 
morning, as Conductor Jewett’s train was on its way to 
Augusta, at a sharp curve a mile below Richmond, the engi- 
neer discovered a plank across the rails. Fortunately the plank 
whirled around when struck by the locomotive, one wheel pass- 
ing over it without injury, and the train keptthe track. Some 
two weeks ago the locomotive on the same train passed over 
a plank and board at Winslow cut, near Waterville. No clew 
to the perpetrators of the act.” 

The Suakim-Berber Railroad. 

Speaking of the Suakim-Berber line, a Times correspondent 
says: ** The construction of the railway is a curious and in- 
teresting sight. In advance is a picket of cavalry, while far 
off on either side the vedettes scout in the bush. At the im- 
mediate head pf the line is a battalion of infantry—at present 
the Grenadier Guards—echeloned, and advancing as the rails 














are laid. Streams of coolies carry the sleepers from the 
trucks, and teams of four artillery horses drag up the rails, 
two at a time, to the navvies, who lay them in a twinkling, 
and drive the spikes. In the rear are gangs who complete the 
line, and further back, the ballasting parties.” 


—— 





ANNUAL REPORTS. 
The following is an index to the annual reports which have 


been reviewed in previous numbers of the current volume of 
the Railroad Gazette : 










Page. age. 

Atchison, Top. & Santa Fe.1€6, 262 Natchez, Jackson & Col......... 71 
Boston, Hoosac Tunnel & West.151 New Haven & Northampton... 82 
Boston & Lowell. ..........-++++ 22 N. Y.,( hicago & St. Louis...... 151 
Brunswick & Western.......... 101 N, Y., N. Haven & Hartford.... 7 
Buffalo, N. Y. & Phila.... ..... 58 N. Y., Ontarlo & Western....... 7 
Camden & Atiantic.... .167 N. Y., Providence & Boston.... 71 
Central Iowa.. .. 215 N.Y. Railroad Commission..., 31 
Central Pacific ..... 28 N. Y., West Shore & Buffalo... 7 
215 Norfolk & Western.. t 


Chesapeake & Ohio 


Cheshire.... Northeastern (South 
Chicago & Alton 


niboneesem, ae 
Carolina).151 
ree | 








beueteeer ..133 NorthernCentral ..... ... 3: 
Chi., Burlington & Quincy.183,228 Pennsylvania Railroad......... 10 
Chi., Milwaukee & St. P...101, 167 Pecria, Decatur & Evaus... ...214 
Cin., N. Orleans & Tex. Pacific. Petersburg ........-- on 18S 


183 
213 Philadelpnia & Reading.. 
71 Phila., Wil. & Bait’more. 
Pitts « Castle Shannon.. 
Pittsburch & Lake Erie 
Portiand & Rochester..... 
Portland & Ogdensburg 


i 
Cleve., Col., Cin. & Ind 
Connotton Valley.... . . 
Del. & Hudson Canal Co. 
Del., Lacka. Western.. 
Eastern R. R. Associatio 
Fitchburg...........---- 






















‘ort Worth & Denver City. Richmond & Alleghany.... .... 220 
Grand THOME. 00.0000002 fn nibieal 277 Rich. & West Pt. Terminal Co 263 
Hartford & Conn. Western..... 71 Rochester & Pitesburgh........ 71 
Oe ...167 Rome, Wat. & Ogdensburg .... 7 
Huntingdon & Broad Top Mt...101 St. L., Vandalia & Terre Haute. 198 
linois Central.............. 53,134 St. Paul & Dulath............... 154 

entucky Central... ..214 South Carolina........ 1838 















LAWRENCE... .... ce eseceees Terre Haute & Indianapx 16s 
Lehigh Coal & Navigation Terre Haute & Logansport..... 148 
Lehigh Valley. Texas & New Orleans........... 247 
Long Island ........ Texas & Pacific... ..-...-+0-+000 167 
Lo Wes Union Pacific... ..199 
Maine Central Utica & Black River 128 


36 
277 


Marquette, Houghton & Ont... Virginia Midland 
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Mexican Central, 220 Western North Carolina... 
Mil, Luke Shore & 263 Worcester, Nashua & Roch RAILROAD EARNINGS IN MARCH. 
Missourt Pacific, cae 87 — : ——— monn = 
a ° MILEAGE, | CARNING | CARN -ER |} , 
Toledo, Ann Arbor & North Michigan. | | —_— , 
Thi f 1 f July 1 last by th lida NAME OF Roap., papa) shoe E . i | omens: womens : 
tis company was formed as of July 1 las consolida- “ a, re : ce ee A (ae 
tion of the Toledo, Ann Arbor & Grand Trunk and the rss om ae ca. ‘ll — — | aie | Dee. [Fo 1885,|1884,|Inc seen shea 
Toledo, Ann Arbor & North Michigan. It then owned a | ——-—— — . —— — - —- = + = ——---—-- —_—_— 
line from Toledo, O., to South Lyons, Mich., 61 miles, and EASTERN ROADS. 
later built from Owosso, Mich., to St. Louis, 40 miles.’ The | __ an ‘i — - 
report covers ay the 61 miles of old road, the new line 
being still in the hands of the contractors. The report is for Ss ..-| «® $ $ $ | $ 
the year ending Dee, 31. Boston, Hoosac Tun. & West. 9 b,983 | EC ae 414 86),..../20.9 
The general account, condensed, is as follows : r ecarn eow se eeeeeeeees 2 2918 2,01 ee nw * 9 pi o. 46 ert 
4 - ° . ow | o . ces “ 
CANN BI waco a hcp eey sic ss dos nen nie acdaonnres .. «$2,700,000 | x. z. L. EK. & Western* 1,075 1,269,249 7.2||1,093 1,181) . 88) 7.2 
PUNGCGE CBG ivccce veces: sesnens ieccces seocesooved: oose 1,660,000 | N. ¥.’& New England ..... 400 259.471 5 1.7 || 649 11), 1.7 
OAP GPUBES, TRIANOS GMD... ne tcc cccccccnsece eseeces 39,1241 N. Y., Ontario & Western... 129,072) 14. ‘e903 11.4)| 346) 39). 11.4 
Due J. M. Ashley, President, for rolling stock ... ...... 143,572 | N.Y | Sus. & Western....... *1.704| 19.304|..... 27.0)} 488 132 27.0 
ACOOURED GUE BRIBMOEE 65 5.c cicsccvwccs. seccceccncee sects yee Northern Central..... .. .. eae 483,360 462,564) 20,796). ‘ 4.5)| 501 1.437! 64!.. 45 
EON I Rccceketes covecctace sncoduacs ieaeatean ewes 37,237 | Pennsylvania........ .... ,268) 2,1 4.9) 3,665,374! 4.002,627)....... 36 9.2 ,|1.6631,903) ...| 300)15.8 
: =. —— | Philadelphia & Reading. 1,560] 1.5 1,919,502| 2,188,144)........ 12.3/|1,230 1,403) . 173|12.3 
TOtAL. eos ee wee ee eee eee cere tetra ee gew en eens $4,742,110 | Rochester & Pittsburgh. Ee 204 ee 98624) 80.923) 17,701 21.8) 335 275| 60)... 21.8 
Road and equipment. Saba dav chnnss conan’ West Jersey ......... , 201 6.9 82.403 §2,403 0.1} 410 439 .---| 29) 6.6 
are R 3,432 eae ih | PR Se SE CT cxmmore| tenn ot Kees Pac fs 
Sam nin antine \coeecd. desenas Tie Total, 12 roads... .. . . 9 “999 9,821 ): er es 0,204,373) 9,968,838) 96,809) 861.274) .... || 921/1,015)... 04!.... 
ee cc co - 24, Total iC. OF GOC.....0065-| veeessfosees TIO vi SB sev ees Givnedbweustacacecct|) (POMMBOL CARL. .acsheccces ...| 94) 9.3 
—- 4,742,310 | 
The funded debt includes $1,260,000 Toledo, Ann Arbor & | —-— -- - ———$— : " 
Grand Trunk and $400,000 T: Toledo, Ann Arbor & North SOUTHERN ROADS. 
on first 6s, aihere are also $400,000 more of the latter : : - 
in the sury. » consoli io s | s 
and $800 000 tock. oe a a wm Alabama Great Southern ....| 290) 290)... |..... isa 303 96,157) 1,146)..........| 1.2 aj..... 1.2 
The traffic for the year was : Cin., N. 0. & Tex. Pacific.. 336 336) ... |= ig anes on0'302 230,550) ........ 8,2 8 36 662 ¢ hi xine 24| 36 
¢ ’ East Tennessee, Va. & Ga...| 1,098) 1,008) .... |... .| .... 324,400 et eee 6,708; 2.0 295) 301)... 6 2.0 
Train miles :} 1884. 1883. Inc. or Dee. P.c. Memphis & Charleston.... a Me «. casheowks ate 169,242 PE . occccs 2,673) 2.4 374) 283).... 9) 2.4 
3 Eee 78 P67 75,417 1. 3,45 4.7 | Florida Ry. & Nav. Co.... . 528 477 ee 10,7 80,855 82,000) ....... 1,145, 1.4 153) 172).... 19/122 
ar ; 81,670 75,888 I. 5,782 7.6] Florita Southern .... ...... 120 | aoc 25,191 1 7061 NES <.¥-0.Gie-0%.0 47.8 210 142 68)... .i47.8 
Passengers carried 52.048 57 AS Dd. 4,542 7.91 11. Cen., Southern Div. ...| 711 578) 133)..... 23.0 406,326 360.1: BG) 46.270)... 0nscces 128 5 PA... 
Passenger-miles........ 1,325,388 1,553,002 D. 227,614 14.6] Louisville & Nash... .... .. 2,065) 2,065) . .. |..... eee |} 1,281,516} 1,187,738) 93,778)....... .. £.0 
Tons freight carried... "3213417 218,539 1 102'878 471] Mobile & Ohio............ .. G26; “GRB] ow... foceee ous 195.140 185.275, 9,865!......... 5.3 eo xa ee 
Ton-miles..  ...... ...13,853,153 9,634,937 I. 4,218,216 43.8] Nashville, Chatta. & St. L... 574 554 ME  omie 3.6 186,737 206. 819 Sint Skea 20,082) 9.7 32 25 373 is 48/12.9 
Average train load; N. Orleans & Northeastern.. 195 AE ee ee 66,102 31,921; 34,182) ..... .. (106.8 ¢ 339 164) 175)..... 106.8 
Passengers, No... .... 17 21 D. 4 19.0] Norfolk & Western........ 512) 503 Wiwaces 1.8 219,321 210,2 98 DORA) vcesivccess 4.3 &%| 415) 13)..... | 3.0 
Freight, tons......... . 170 127 I. 43 33.9] Rich. & Danville....... : 757|  757|. . | .....| ....|| 360.862) 35 4,433)....... . 2 476 470) 6)... 2 
‘ ) + 7US ar 85 9 5.7 - 346 7 20. ‘ 
Of the total tonnage last year coal furnished 49.4 per cent. | Char a ae iene a a St aooee os $305) oe See aeel ani*-**-lene 
181,217 tons. : Georgia Pacific... ... .... 318} 288 30\..... 10.4, 56,202) _ 44,604) 11.598) 0.0... | g6.0!) 177| 155) 22)1222: 14:2 
The earnings for ~~ — year were : Virginia Midland..... ..... eae seme 121.135] 319.363) 1,772] ........ F 344| 379} 5].....| 1.5 
884. 1883. Inc. or Dec. P.c.| Western N. Carolina....... 274) '208) 66)..... 31.8 38,586 31,054) 7.532. 141) 149)... 8) 5.4 
Le See se $148, 932 $117,865 J. $31,067 263] South Carolina............. i a” | ae ae Bee 114412) 110,695) 3,717 463) 448) 15).... | 3.3 
Passengers..... .... 34,202 37,492 =D. 3,290 8.8 | Vicksburg & Meridian...... Bet SME Sve ikcad cds seee 36,498 38,921/.... .. 257) 274)... 17| 62 
So err error 59,028 54,710 I 4,318 7.9 ——— | ——- | 7 OOOO | ees — | ee 
eee seein cnbiten eee mi TOL SO roads... .:.:. -.| 20,006) 9.076) S80). «./... 4,086,471) 3,879,773 247,987 408 401; 7 winch 
Total. .... .... $42,162 $210,067 I. $32,095 15.3 RE BR. GF GG ao civ vice ce ccheccecsanbecns. 0s BQO) .n. 2] BM) ccccccsvcclore oe .. 206,698 Oe || ees ee Clases 1.8 
Expenses........... 162,583 120,696 I. 41,887 34.6 ! 
Net earnings.. $79,579 $89,371 D. $9,792 11.0 cuithah GROUP. 
Gross earn. per mile 3,970 3,444 I -526 15.3 ean - 
Net earn. per mile.. 1,305 1,465 D. 160 11.0 | 
Per cent, of exps.. 67.1 S75. 9.6 ..... Chi. & Eastern Mlinois......) 252) 252 .... |..... are 147,0€5| 111,048) 36,017)....... | 32.4|| 588) 441/142) ...\32.4 
This includes only the Southern Division, 61 miles, the | Chi. & West Michigan...... | a Ps 111,449) 130,987)... -.. 19,538) 149) 272) 319)... | 4714.9 
Northern Division, 40 miles, having been operated by the | Cin., Ind., St. L. & Chicago. 342), B42... |... wees 224,440! 201,150) 23,299)... “« cita| +h:B)| CSS) SSS) G8)... 103.8 
contractors for the three months that it was open. — Ww =. & Hg en oss Pp ad) eae eeee poe aie Sas 10,371 Py a. oe bees 
2 on d us. thas Eeaces ae m oven sete wees =: = ade eseiaice 
The income account was as follows: Conpotton Valley ewan ae TRE eat ieee ni 24.400) 27,987 Bi sacbics sir 11.6)| 152) 137) 15) 27: 
RS ee oko ee ee. ccc: weaekauan $21,906 | Detroit, Lansing c. Se 258 ___ RS eee 96,377 115,6$9)..... . 19.312) 16.7) S74 448). .. 
Net earnings, six months before consolidation Leneeas . 21,392] Evansville & Terre Haute .. 146 | SRE RAS eeu 61,612 66,509) ........ 6,887 10.0); 422) 469) .. 
-——-—- | Flint & Pere Marquette..... | SR ie 157,046 218,519)... . ..| 60,573) 27.7|| 436) 604)... 
RG SE Seta a Ae ERE SO Ls baht as as va Siler aera oe $43,298 | Illinois Central, Il. lines.... 953 953 ah Oe 554,574 484,453 70, 121 teveeeees| 14,4 582) 508! 74 
tnberent ail CN eSE ERR SOLOD Dackuein sc VAGK G See0les, CWON one. eRe 37,800 | Ind., Bloom. & West.t..... 532 ene Soe iste 227,088 193,223) 33,865).......... 17.5|, 4°27 363! 64 
— — | Ohio Central............... ia as ee his 350 74.274 9,076 seeseee «| 12.3/| 394) 350) 44 
SIN TENG II gio) aiens Sathana wsavlcedcaceecn $5,498 | Ohio & Mississippi......... 615 ene eee ett 369, 455 420, G48 . ee 51.193 12.2 601 684... 
Net earnings, six months after consolidation . ........ . 58,187 | Peoria, Decatur & Ev...... 254 OR eee 59,187 68,058) ..... .. 8,871, 13.0)| 233) 268)... 
Contractors’ operation Northern Division ... ............. 3,552 St.L.,Alton & Terre Haute : 
Main 4: SESS Cavs. ses 195 BEE sShinisba kone ees 110, = 125,129 ican ee 14,595; 11.7|| 567) 642 ° 
GN anA TEATS asi rchakec ests aeveeewes snes venawe $67,237 Belleville Line 138 138 ‘ 74 1 4 7,831; 10.6|| 481! 538)... z 
Interest paid, six TRONS ES RE OEE Se 49,800 | Tol, Ann Arbor & N. Mich.. 61 Oe) ae a 17,87 A | res 42.3) 418) 293/125 et 
———— | Wabash, St. L. & Pacific....| 3, 549 3,647) .... | € 2. 359,449 1,348,96 6 RT ee 0.8|| 383) 370) 1: ¥ 
Surplus Dec. 31, 1884... Saas . .$17,437 a a - pcligngunl ann ondl tl moat ee — 
Improvements for the year | inc luded the eaten of two Total, 18 reeds. bead teaseen 8,868 8,966) .... 4 “4 3,883,594 "3,888,972 172'193,803 190.381 % 438 434 a easel <% 
miles of track with 56-Ib: steel rails. There are now 5 miles| Tt! ine. or dee... -- 6.6 sees eres os =m aoe | : | ee hs 
(Toledo to Alexis) laid with 67-Ib. steel, and the rest of the —— . —_—_——— acta cee ae 
road is to be renewed with 56-lb, steel as fast as possible. NORTHWESTERN ROADS. 
The company intends to begin shortly an extension of the ; - —-—-- ——- otis = aaa _ —— 
Northern Division into the timber belt. The object is chiefly a . nan oe == 90 goal 
to secure lumber freights for the cars which now go north- | 8ur.,Cedar Rap. & No... .. 924) 714) 210)...../29.4)| 272,368) 217,348) 55.020 295) 304)....| 9) 2.9 
. 4 Central Iowa....... name SN! RUT nas. As ouSet, bees 128,197 115,182) 13,015). 2:6} 230) 26) ....|11.3 
ward loaded. About 80 per cent, of the freight traffic is north- Chi. & Altor 8501 830 680'665| 697.919) ........ 801! 821 30) 2's 
bound, coal constituting nearly seven-eighths of this tonnage. | Gjj" .. ‘i Quiney.. : 8,467, 3,822) 245/11...) 4.4) 2,639,109) 2,106,128) 533,081 761) 634 127) .... 20.0 
aks Chi., Mil. & St. Paul....... .| 4.804! 4,760! 44!..... 0.9} 2,082,000! 1,788,726) 293,274)...... 433| 376) 57| ....|15.2 
Lake Shore & Michigan Southern. Chi. & Northwestern....... 3,900 3,800) 100)..... 2.6|) 1,938,500) 1,766,940) 171,560)..... ... 9.7|| 497) 465) 32) ....| 7.0 
Chi., St. P., Minn. & Omaha) 1,320) 1,300) 20)-....) 1.5) 451,000) 464,246) ...-.. | 13,246) 2.8) 342) 357|....| 15) 4.2 
The report of this company for the year 1884 comes too late | Des Moines & Ft. Dodge.... ae ae ee sees 32,817 y 580 7,237 9)| 238) 186) 52) ....|27.9 
for extended summary or notice in our columns this week. Ill. Central, Iowa lines...... 402/ 402) .... |.....| «+ = 217 142 ord 3,058) . 361) 353) 8) ....| 2.2 
The number of passengers carried in 1884 was 3,629,196 | Marquette, H. & Ont * 138} 103) 35)..... 34.0 2,039 24,6 it 160, 240)... 80'33.: 
: Mil., Lake Shore & West..... 480 390) 90)... 23:1|| 103,060; 100,357 703} . 215| 257)... | 42116.3 
at an average rate per mile of 2.170 cents, against 3, 909,356 Mil’ & Northern 297, oer 50.953 46,839) 4, 14 294) 206) 18! ...-| 8's 
at an average rate per mile of 2,196 cents in 1883. Minneapolis & St.Louis... | 420) 490) 1... |°2221) 1.2. |] 190,432) 143/233) 47,199 453, 341/112) °°." /33'0 
The total tonnage of 1884 was 7,365,688 tons at an] Wisconsin Central. ..... ... oe ROS ee Gee 132/988}  138,1! 302} 314)... .| 12] 3.7 
average rate per mile of 0.652 cent, against 8,478,605 o peaaesl | GPO SIPS a OER —-|-— -|—|—-|— 
tons at an average rate per mile of 0.728 cent in 1883, | Total, 14 roads.. ......... “18,010 17.36 366, 644)... 42+, || 8,869,345) 7,777,405) 1,180,261 492| 448) 44] ....1... 
Below we give the comparison of three years mu Total inc. or dec.... .... . eT BU lee wnavtacapavecsusauss 091, Awa’ 44) ....| 9.8 
¢ 1882. " 1883. 884. —— . ——__—____— _ ——— —— eneslipeaitiieas 
PIN oy. c<6%eannn . . 7. 5 7 2¢ 
eee ea ri isos are 1480.04 $4,138, tr ROADS NORTHWEST OF ST. PAUL. 
Mail, express, etc..... .... 1,305,877 1,297,474 1,351,039 — aes —— — a. ro . m - - _ ~- 
Srogay ° s ~ ~c or - Ned 970 ATS —~ 49> | eC - oT mal ad 
met Rk 513.65 3.5 Canadian Pacific.... ....... 2,794! 2,033; 761)..... 37.5 467,000 279.575) 187,425)..... sees 66.9 174; 128] 36)...../26.1 
Sescuaeeal taxes “se ‘aa oor oe Le os een Northern Pacific.... ........ 2) 453 2.449 4).....) 0.2)) 691,612, 978,956)....... 287,344| 29.3)| 282) 400). 115/29.5 
ppshe nls St. P. & Duluth.. a ie | Se Se 67,900; 72.412)........ 4,512} 6.3|| 299} 319]....| 20) 6.3 
Net earnings......... $7,167,822 $7,511,803 $5,710,063 | St. P., Minn. & Manitoba... 1,397| 1,327)" °"70)"..:. 5.3) 575,577 700, 100}........ 124 723| 17.8|| 412 | Sash. 116 22.0 
7 of ot, ~ « > 4 f —_—_—- Sd Cette lied | eth pe } 
Add interest and dividends. 98,392 SP, wcnstanssse0 Es rs 6,871 6,036 ~ 835) ee _.. || 1,801,889 2.031, (043) 187,4: 425 416, 579)...... | 202) 336]... | 74].... 
Total income. 7,266,214 $7,670,843 $5,710,063] Total inc. or dec ....... -.) sees see l eee ees 835)..... BRAN cctencc [eseseeeees|eree eens 229,154) 11.4 1 tees | sees |++- 7422.0 
Deduct interest, rentals : a. 
and div. on guaranteed a . 
eam 3,498,806 3,720,670 SOUTHWESTERN ROADS, 
pS eT here “$41. 140, 22 $4.172,037 $1,989,393 
Dividends paid........... . 3,957,320 3,957,320 2,473,325 | Fort Worth & Denver....... 110 a eens 32,539 31,532 1,007). .. ...| 3.2|| 296) 287 9|....| 32 
a = ane Gulf, Colorado & Santa Fe. BOG) GHG vec. jocsss Sides 95.445 pe eee 26,231) 21.5]; 178) 227)....| 49) 21.5 
Surplus..f...... ..... $189,502 EES Kan. City, Ft. Scott & Gulf. es eee eee 220.910} 213,897) _7,013).... ...|. 3.3)! 568) 550) 18|....| 313 
Deficit. ..........cesceseee 5 ceeeecess cece cence $483,932 | Kan City. Sp’f'd & Memp.. eS ee Be ive 157,782 65.679, 92,103). 140.2), 559) 233) 326)....|140.2 
Premium on $3,500,000 second consols Little Rock & Ft. Smith.. IS ion tssscsl coos 46,508 46,270 ar 0.5/| 277/ 276! 1)....) 0.5 
GREE LRN $500,000 Little Rock, M.R. & Texas. 170| 170)... |.....) .... 26,644, 26.326 = ee 1.2\| 157) 355) 2/200)! 12 
Less paid on settlement of lawsuits . 420,489 St. L., Ft. Scott & Wichita. . 182 160; 22). .../ 13.7 47,670 46,650 pis ea -| 2.1]| 262] 202)..../ 30) 10.¢ 
—— 79,511 | St. L. & San Francisco.. ... 804 750 54 72 385,714 415,179. . 29,865 7.1 480, 554)... | 74, 13.5 
Net deficit for 1884, after payment of ——— | Texas & St. Louis .......... Ces eas A 90,999 63 809 27,190) .... .| 42.5|| 124 87] A7)....) 42.5 
ee A, SR. rr eee $104,421 | Vicks., Shreveport & P..... 170 95 TB)... 78.9 32,237 9,019 2: 37218. is, 033 2 190 95, 95..../100.0 
The company last year paid three dividends of 2, 11s, 11¢ ——— ie ae > 468! 1.040.037| 152.127] 55.695' ... || 320 306) 24).| 
—total 5 per cent., which left a deficit in the earnings from ee —e. habeas dees ares 3,546 3,395 “Bl seele cr 1,186, on gi pans yey Redes “9. = by 14 nace) 
traffic of $483,932, or nearly 1 per cent. . eee? S08 orate eee ee ‘ ; | rieh are 
Savannah, Florida & Western. FAR WESTERN AND PACIFIC ROADS. 
This company operates (and owns either directly or through a © 975) 9315 2.6|| 1,346,135) 1,404,056... .... 57,921) 411| 567] 607|.. .| 40 
ownership of stock) 525 miles of road, including lines from pains, Sagete & nate | 3003 0. 901) 6.7! 1,540,000| 1.472.684) 67,316).....'.... 4.6) 550) 490) 60..... 12.5 
Savannah, Ga., to Bainbridge, 237 ; Waycross to Jackson- Denver & Rio ( Grande ....... 1,317| 1,317). ....|.....|.....|| 521,913) 398,357| 113.556|...... ..| 28.5] 380) 302) 87/...../28.6 
ville, 76; Dupont to Rowland’s Bluff, 73 miles, and a num | Denver & R. G. Western. 368}  368)]...../.. «|... . 69,100 62,131) _6, 969 weve ee of LL] 188) 169) 19)..... 11.2 
ber of shorter branches. The following report for the year | Union Pacific -.... -+-| 4,560) 4,526) 34)..... 0.7 || 1,975,517) 1,965,497) | 10,020'..... ... 0.5)| 433) 434)... 1; 02 
ending Dec. 31 has been furnished us by the company is Se be Mma | BRR yee mmegmed Mamaeal | waes aageres peo ae : 
The equipment consists of 57 og tnd Bes and 1,06: cars of Total, 5 WEE. ise acouned ‘yh, 1,422 11,520 94 201 « eeee|| 5,442,665) : 2,725 aa een 57,921). “a. 476, 460 16.. 
all kinds. NG, SN oss ve ccckhes ccvesstecse 4 Hedocs | ren aie |) 4) ee ee 
The stock and debt are ; 
tlic Nanna ahaa cba inai sa Sen” ode Vases 55 Granp ToTaL: ‘ ‘ 
Bonds St mccain race fiat: G5 LS NR eRe eT Shar 090 Total, 83 roads. .......... 68,721)66,789 ve eet |" - | 34,424,805 33,888,793 2.206.273'1,670,261 .. -.. 501) 507)....|  6}...; 
Bills aes Papieuhucnce tabkebekbercee eexwatanwe. anaes 31,000} Totalinc. or.dec. .. ..... 1,932)... Cn RRS RRS ot) | ree BN cccax | seeelenes 6) 1.2 
NA os seach ch WeAst MGEGEL saw hscweesisce acbieuiia $9,563,000 
Stock was increased $2,823,200 and funded debt $1,672,- * Does not include New York, Pennsylvania & Ohio lines. +Does not include Indianapolis, Decatur & Springfield tn 
000 during the year, either year, 
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RAILROAD SANS, venes enonahons ENDING MARCH 31. The earnings for the year were: 
——— ae es oo . a a wary at . 1883. Inc, or Dec. P. c, 
won —— ——— | Freight... .... ....... $1,169,676 $1,176,299 D. $6,623 0.6 
| MILEAGE. | EaRninas. | EARNINGS PER MILE. Passengers sina doer tom sn wr xtT} ‘ | + 
Name or Roab. a a $$ $________—_|/________________ | Incidentals.... ........ 279/570 309: D Y 96 
1885. | 1884.| Inc. |Dec.|P. c.|| 1885. | 1884. | Inc. | Dec. le. c. | 1885. | 1884. | Inc. Dee.| P.c. .cuetdiiien $2,229 809 $2.145.136 I. $96.673 4.5 
~ ae. m r ? Expenses........ eee + 1,859,102 1,766,734 I. 92,368 5.2 
EASTERN ROADS. Net earnings... $380,707 $376. 402 I. $4,305 1.1 
os oes — iat ae os ae a Ss — ____—————Cé«d rcs earn, per mile . 4,266 6°7 D. 37. 80 
: | Net * 4 725 S15 D, gu 11.4 
Boston & Albany... | s8a| ose! re 7a 1731 oa 4.4|| 4859) «bee "Theta pc ro sj ysl wo Mire 
5 é v.. jose ory] {791,09 . 3) 4 O02) 2 2 2 
Bos.. t008.. & WwW.) me of » amar 173 1133) 1.055, 3 oun rease in expenses was entirely from the passenger 
Grand Trunk ......| 3; 2, 3,493,509 0 1,197, 1,244) . . 
Long Island... | '354] '354] 465,198) 6.0) 15314 1,239) The expenses for the year are made up as follows ; 
N.Y., L. E. & Wes. 1,075| 1,075) 3,368,106) 3. 10.8|| 3,133) 3,512) ceeatiaities ‘sro 188 ~~ -. 
N. Y. & New En ‘| 400| 400) 720.451| 4 6)| 1,801 1,888) Moti POTS HOR. .0.00.0ccrcccere recess coos GROUAI . 
N, . Susq. &V a 147) 230,268) 15.2 1,566) 1,360) Mei weve power v bene )50O0.00000 00062 0060600 324,387 17.5 
Northern Central. J 822 322) 1,276,625) 0.4 | 3,65) 3.947) a I Er isa cccbnace 666:.060s00 ‘ 228.667 12.8 
Pennsylvania. ..... 2,268) 2.103) 9,988,587 | 7) 9.2) 4.404 5,232 faintenance of way and buildings...°.... 397.625 314 
Phile. & Reedien. . | LE 560 et +50) 5,5 yey | 13.8 "Std 4.004) General GOB GB . coc ccceces: ces coecccs . TS 17.0 
ochester itts.; 204) 4 25 | 13.1)) | 853) 54 = ~ —- 
West Jersey ifs 6 | _ 20 ia8| 509. 468) | 4.3) 1.044) 1,165 Wi dev eRincapcivees Stee eese aces $1,859,102 100 0 
eset eae | scat Monneanl Wie Besta The expenses show a considerable increase over the previous 
© Total. 12 roads..|10,010| 9,832! ‘273%. 5.760| 90,0: 30, 0336 688 98,320) (2,799,239... |) 27%) 3,055 ee 
Total ine. or dec.|....... | ee ee Bees Ie Wy. ae Stee lcs . see 12°70; 919) 9. 0} oe Soe The disposition of net earnings was as follows : 
ea,” | 2 at | mE, it CRN CR NOUN 5 oisii.0i 55 inks i snr ckccebecsccadennate $380,607. 
a “ys 7 ee Interest on ends nadvaentapraane des cenie ik ... $275,094 
EE wcccccces scccccece OTTITTTiTTiy A 
———— a ey EI ikcdxwgnbs- 5500 beSene buce 9,410 
Saintes ae Dat GS ee ee —— shes j ] j ‘eee SE nce. Wink seers anrnsessesesconencs 61,166 
ae Ge. Sout bern...) 200 200) ee anil Soil 300, oad 273.7 48 a0.544 base aekee | os sae | oes | 9.8 —— 355,749 
‘in. N ex.P| 336} 336) ....|....] ....|| 20,037, 573,493 RR ;. s845 1,707) 138 8.1 ey 
East Tenn.,Va.&Ga.| 1,098) 1,098] 12. "| 1.2.| LI] g23}e20| 969, 4e8)........... 43,868) 4°7 1| 883 14s) 4:7 Balance, surplus for the year. ......-..+.+--.++.++- $2485 
Memphis & Char.| '292) 292) ... | ....| ....||  851:765| 335,816! 15,949) baxeeeatd | 47) 1205 1,150) “Bsl... | 4/7 | _ Other items bring the total surplus from 1884 up to $28,195, 
Fia.Ry. & Nav.Co..| 528) 477) “61/....| 10.7), 262.493| 25u,480/ =| 8.068) 22222552. | 1.2 544) 45 _ 8.3 | No dividends are reported for the year. 
Florida Southern . | 120 120 isa veel ae 18? 927 10 aos tk ites 731 88 132 278| .. | 73.1 
‘en 0. Div 7 5 | sees] 23. R 070,342) : | gees “ 67 2852) ....} 176, 9.5 ichi : 
Loulevilie & Nash.. 2,065 2,065) I oacen ees 238.57 a268 408) = H09 Cae o1 La 1.570) 142 resi 9.4 Michigan ¢ Central 
obile & Uhio..... 52 CC a ea 560,595 525,7 34,809) ...... .. q 062 16) 66 a aaa = 
Nash.,Chat.& St.L.| 574 554, 301... “816| Bawese| 6045306... 57,664) 8.5 "952, 1,091) ié0| 12.7 | Tho Tepert ie Sor the year 1806. There is en incvense of 87 
N. 0. & Nor’east..| 195| 195] ..../..../ ....|] 183802] 106,814! 76,385 aS ees | 72.0| 943) “548 5 72.0 | miles in length of road ‘worked, making 1,505 miles of road 
Norfolk & Western} 512) 503) 9} ...| 1.8]) 645.952|  648.675)..... ..... 2,723) 0.4 | 1.262) 1.290) ''6g\ ‘g'2 | and 2,141 of track. Equipment is not reported. There are 
Rich. & ay 757 757) sal sees! ‘7 pf -_— an i et Gasca | | 1,316 us 52\...., 4.1] mo changes in the stock on funded debt. Expenditures or 
Char.. Col. &Aug.| 37 34 oe J 237, 216,539) 20.€ eee | 31 10]...., 1.6) construction during 1884 were $109,850 i 
Col. & Greenville 296) 2061 mae ri BCH, 211.716) = 188.341) 2.4) 715 636 79)... 124) Central and 47, a0 on the = | al oolagg Page ow wr 
Ga-Pacrfic ...... Al8| 288) 30)... 10.4) 169,424) 140.968) 20.2|| 533} 48%) 44/..... 8.9] charge in liabilities isan increase from & 2,843,664 to $3, iat 
Va. Midland......| 352] 352] ....|....| ....|| 325,044] 336,068 3.3|| 923) 955) | 32) 33) O78 B or b 2 : 
Western N.C...) 274) 208) 66|. .| 31.8), 106,513 95.349 11.7), 389 458 69 15,0 |976 in accounts payable. The funded debt of the two com- 
South Carolina.....| 247) 247) .. .| ....) . fl 55.519] 373.595). 18.076) 48! 1,439 1,513 [1.:! 74 48 { panies, Michigan Central and Canada Southern, is $42,630,- 
Vicks. & Meridian . 142) 142) | 114 maid 126,528 11 537) 9.1| ‘811! ‘891 ----| 80) 9.1 000, the yearly interest on which amounts to $2,638,602, 
Total, 20 roads... 10,005) 9,069, 986) ....| -...| 11,71 718, V74) 211,080,092) 74,994" 146, o12 |,.|| aeava) 2,107) 2a. |... or eeedeones” eal oe en cake 
Total ine. or dec.|...... peeire: aa: meee 3.5) anes par eeneiet 628,082) ......... DP asck<. Vesdscex 2 Joss 2.1 Through gga 38,962 34.588 I. 4,374 12.6 
ae 7 as, = " west... . 38,204 30,709 I. 7.495 24.4 
3 re 3) ~ 
CENTRAL GROUP. migrants. tee ta v1 15,802 i = —— a _ 
———— -- - ~ , __—_ > ——- + ——E a ig through... 93,058 82,851 I. 10,207 12.3 
] l i| ] | Wika sktesrcnss 2, 2,826,: . 838,367 1: 
Chi. & Eastern 1... 252 cae Pere eee 379,423 a3 939 85,484)... 5, 108 1,506) 1,305 141... 10.3 en 2.488.014 2,826,381 D. 338,367 yas 
Chi. & West Mich..| ER peeeen eeeree | 249, | ‘ _ aaa | 54! 7. . . |233) 27.8 y oD »¢ 
Cin., {nd St.L. &Chi 342 pes tla. yokes 596,380) 494.154 103.398 amas ees 20.7 1, 744 1,445, 299)....) 20.7 PB arn “2 581.072 ~ 2,000,2 ep. 86 113 
Cin., Wash & Balt ‘ n2:| secol cvcott amma 37,374, 36,952). ...... .5|| 1.670] 13540] 130/122.) “R15 : —— 
Cleve., Akron & Col.| ee peer Mth 103.832} 100,528) 8.804) 2.2... | 33) ‘721| “é9x| 23)....| 33] Through — BES eee tf 
Connotton Valley. | ga RS ae 66,673) 64,800) 1,873] ........ | 29)| 424] 402) 12/°°°°| 29 ; west..... 19,383.980 14.354,424 I. 5,029,556 35.0 
Det., Lan. & No... | GR ae 236,038, 298,181). ... ..... | °° 62,145) 20.8) 915] 1,156) ....| 241) 20.8, Emigranis......... 7,983,358 7,664,175 I 319,183 4.2 
> | 53 | 31.52 RO: 7| | “Oo. a a ————a> meme 
Hite teu) 3 | eel OT]) _BRet000) 506786)... ee) WOKE) 27-7 Toe] 11640) ..."|45s| o7:7 | , Total through... 47,251,519 28,571,357 1. 8,680 162 22.5 
lil. Cen., Il. lines. | 958 ie | 1,525,990) 1,414,538) 111.452 oe eee | 78 tees 1,484 117 | 7G | OCA... ee eee wees 117,657,141 142,177.868 D, 24,520,727 17.2 
Ind., Bloom. w.t+! BOS] .. . 51) 547.035 pel ces ssece } 2. .058} 1,028 30 | 29 . anaut aee it eee outs | ima 
Ohio Central... .. OE cd isn | 243,103} 244.821)........... | °2" 1798) 0.7)! 0147] 1154 8 0.7 Total ........ 164,908,660 180,749,225 D. 15,840,565 8.8 
Ohio & Missiestpol. 615) .. 970,953) 994,950).......... | 23,997 2.4)) 1,580) 1,618) 38| 2.4] The earnings were : 
soars. oe S ro ‘ ate net | 176,37) | 189. 238) Ucsignmeuie | 12,867 68 694 745 51, 68 n= and gion gitn Inc. or Dec. P.c. 
St.L.. Alton ans | | | | | rough east...... 361,178 35.255 I. 25,98 77 
Main Line........ 195) ....|....| ....|| 208,076] 371.729)........... | 72,753) 195) 1,533) 1,906] ....|373) 19.5 | Through west...... 344.673 274 302 T. 7.371 25.6 
Belleville Live... ae 138 sone] one 197.878 206. 6.630 vs eal 9,151 aa 1a a <4 “si tt Emigrant.... ...... 62.319 67,034 D. 4615 7.0 
Tol., Ann A. & N.M. 51) ceelioandd ianete 5, eens | 4) 1, 77 91 37. cmeeneninunine cman * a namie 
Wab., St. L. & Pac.| 3,549) 3,647) °:..| 98) 2.7) 8,778,001 9,885,303) Saget 112,502! 2.9)! 1,063] 1,065) ...., 2! 0.2| Total through... $768.270 $676,591 I. $91,679 13.6 
———- ——-). —--|| ——-| —_-| —-- —— --—_ | Local .... . ..... 2,696,289 3,330,957 D. 634,668 19.0 
Total, 18 roads...) 8,868) 8,966] ....| 98 "[0,513,85| 10,743,704, 925,383, 555,202... 1,189| 1,198... 42... igen aaiecuied maa ae 
Total inc. or dec.|...... | .... “| see | ie | RRR | PERSIE PIG Sse | 229,819} 2.1||......]...... tl) aaaal, a oe Total poss vc nal $3,464,560 $4007,548 D. $542, 15.5 
| | | | ‘reight : 
- Se aE re ne eer . Through east...... 1,698,313 2,705,984 D. 1,077,671 .... 
NORTHWESTERN ROADS. Through west...... 1,147,320 929.579 I. 217,741 =... 
a - a : — : —__— | Total through .. $2, 775,638 "$3,695,563 D. $850.930 -... 
Bur. ,Ced Rap.&No.| 912) 74 198! bad ma gos 024 933.175 65449) 103) 766 887 ....| 121, 135 MAEM... ooerereeee COE SAS BD. OD ...- 
Central Iowa....... 500| 500) ....|... | es 38,876) 324,206)... .cseceee | 25,42 598) 7. 7. 1 ee 7,620,887 72.4 — $060 
Chi. & Alton “”...:| 850] | 850) a4 = easel 1.562'897| 1.971845 74, 3.8 2,192 2.280 ....| 88 38 ee were | S haseeo I tae? 146 
Chi, Mik & a is04| 4:760| '44)"2| O09| 4: o4n000| s7zR87, | STALLS £2109 ool 68..,,| 7.0] EXPPESS =. a 
e ee ° “ >. DD) seccceses ° . sere ts ; ae ~ « € 
Chi EN W900 {809} 100). 2.6 4778 ‘800, 4 773.458) 6442) 10) OT) L3gh 1.256... SL 24 Miusssbenceus..... = T20I¢ = 201,089 BD. = SANDE SES 
Chi., St. P.. M Oo 1.307) 1.287) 20) ..:.] DI} ee eee 54, 35 eC abe 5 62 Total earnings. .$11,659.077 $14,009.767 D. $2,350,690 16.7 
Des Moines & Ft.D| 138] 138) ....| 2...) ....]| 87.753 79.279) 8,474|.......| 107) 636) 574 62). .| 107 8" 8'9:9.1.2 41 6S "RO 5 ’ 
Ill. Cent.,lowalines| 402| 403 gel: | ml 349,620 405.314 eitvsens e 55.604 13.7 870 1,008 Pak 138 3 Expen.and taxes... 8.9:9,1°2 9,741,639 D. 782.507 8.0 
Marquette, H. A 0.) 138) 103) 35) ...,| 34,0)) 2398) 63 809) ..... «oof 3,447, 5 37 A acne 9.5} Net earnings $2.699.945  $4.268,128 $1,568,183 36.8 
Mil,L.s &W 477| 366} 111) ....| 30.1 248,415, = 251.939)....... | 3.524) 1.4) 521) 688! ....\ 167, 239 ~* 75638602 2443" "DUS, ’ 
Mil. & Northern. 2 207), SRB 30 65} 116.882; 13,183) ......... 113) 573, 515 138 --- 31.9) Ut oud contels.. LESS 5,605 68 mes St 
Minn. & St. Louis, . Pay 447, 379.498) GK,520) ......... 18. 06 03, 1 18,0] ¢ 34: 34.712 - 
Wisconsin Centrai. | 332838, 360,671 .......... 1253) 7.7\| "757| 820| ... | 63] 7.7] ee no psc ca Pca Amar 
5 ee | en ee | <eeoo | — | ee | F- See b U tral, 
Total, 14 roads... . 17,98! 982 | |17,3 .9| ..| .---{|| 21,567,700) 20,770,791) 1.042,427 245 5,518 anal gt 199 1 199 .ss-|..s. |... | and this and the income from some investments, not divided 
Total inc. or dec’| . ....| ...... J vcce| BO sccoessceeeslooce ove ices 796,909) ......... i, ee ENE, Eats |....|.... | with the Canada Southern were: 
P | | 1| 1884. 1883. Inc. or Dec. P.c. 
— — a e — === | Mich. Cen. surplus.... $40.895 $1,223,141 D. $1.182,246 96.7 
ROADS NORTHWEST OF ST. PAUL. Income frominvest... 79,858 67,702 I. 1",156 18.0 
“Sn he Sh | Qt apie ry ~ | | $120.753 $1,290,842 D. $1,170,090 90.7 
Canadian Pacific...| 2 793| 2,000] 794 Cd 39.7)| 1,201 a1 - fore 512,482 sae 05.8 462 ss 73 i 18.7 Per share.............. 6414 cts. 6.89 D. 6.24 90.4 
Northern Pacific. . | 2.453 2,449 4). ..| 0.2) ,815.158, 2,113,144!..... ibe | 7 ae : ‘ 
SP ae puluine | al sed |<] |S aadon| "Lange," aaiail | 6a) bol Bea) 6) | O67 gee Se ea ts a tack) ‘aed O08 808 tes te Sot 
ssiaieccsa ah Man = — — ae pecrec 5.3 | 1,433,750) | 1.556,55 a vines MRCS a . | : 3) 2, r 3 jen 47] 128 per mile of track), and 232 miles of fence were built, and the 
Total, 4 roads... | 6,871) 6,003 868 ....|| 4,752,447| 4,647,395 525.823) 440,771] 692; 774 ....| 62 .... | cost ofall charged to expenses. 
Total inc. or dec OE vee | (BOE TF: | aa aR eerresy2 1 105,052] ..... ... | 23)| ...... eae | ....| 82, 10.6} The Land Commissioner reports 3.872 acres of land sold 
| } | ie = S. ce it. during the year for $18,288, besides timber sold for $5,609, 
Sa = oe leaving 317,126 acres of land unsold. These sales are much 
SOUTHWESTERN ROADS smaller than heretofore, the acres sold and the amount for 
| l l l l 1 (er ee gee ee oe which land and timber were sold having been as follows: 
Ft Worth & Den... 110} 110) ....| .:..} ....|| 78,364 ee 6,056, 7.2)! 712) 767) 55) 7.2 1880. 1881. _ 1882. 18833. ‘ 
Gulf, C1. & 596] 596] ....|....| ....|] 276,879]  385,049)........... 108,170) 28.1) 517) 718) ....| 201 28.1 | Acres.. 124 45,667 _ 30.573 2.258 _ 3,872 
K. C..Ft.S Gut | 389) 389) .. Dicegee 662,004) 582,509 79,495 checemred a 6 1.702 1,497 205 Se 38 Amount $770. 962 © $758,644 $501,670 $105,340 $23,897 
Kn. C. Spr ee Mem| 282} 282) ....| 2...) ....|| 461,355] 2001273] 261,082) ......... 30.6)| 1.626, 710) 926...../130.6 . . thei » Octane: 
Lit. Rt: Smich, 368, Age 2) ooo.) TS) aaaaso) § aeriz40) “a6 710) Ooo 13.1)| 869/760) 100)::::) 13.1] TIO SGverse conditions ‘attending the operation of rail- 
, Mis. Riv 7 MN xipal wcee) Gesell . 33 en 3) 527) f ee Bs e “4 . 
St. L., Ft.8.&W. | 182; 160) 92 <1.) 13.7|| 119.71 Ce ee 3618) 21) 658| 766 108, 14.1 | Toads the past year are so well known as to need no com- 
St. L. &SanFran..| 804) 750) 54 | 7.2/! 1,004,310} 1,064.979|. ....... 60,669, 5.7.) 1,249, 1,420 171, 12.0| ment. The labor of the company’s officers can only be to 
Texas & St Louis..! 735) 735) ae 238,238 182.959 eee 30.2)) 324) 2 75 30 2 | continue the strictest economy, and thereby produce the best 
Vicks., Sh. & Pac..| 170) 95 75. | we. 9 <r 88,133 947) 49.186) .........] 126. 2 518 410) 108 26.3 | result that circumstance will admit of.” 
13.546 i <==" eens coe ae! rs ae | — =) ee ee eee —___ 
Total, 10 roads...| 3,546) “3,395|, 151) ....| ....|| 3,164,771 ~ 2,873,552)  468,733| 177,514) ... || 892) 846) 46)....| .... ’ 
Total inc. or dec. | ees pee i ee a  ereteiaies Beane 291,219) ........ RAY oc cisccl oxox 46|....| 5.4 Seaboard & Roanoke 
a ! re M ae | | This company owns a line from Portsmouth, Va., to Weldon, 
N. C., 80 miles. The ate is represented by $1,302, 800 
FAR WESTERN AND PACIFIC ROADS. stock. and there is no Pareied debt. 
——— ) hey : a ra The statements below for the year ending Feb, 28 were 
j | 
At., Top. & San. Fe 2.375, 2.207/ 78 ...| 24 3,526.580 3,743,444)... | 216,844! 5.8|| 1,483! 1,630... 145 8.8 ene =a wots ms week. 
Central Pacific. ...| 2,802) 3.003) ... | 201) 6.7) 4,507,756 4,325,040, 182.716).......... | 4.2| 1,609 1,440) 169...) 11.7 —s 1884 7. oe Beate oo 
Denver & R.G |.) 1,317) 1,317) :.:.| .... | ..1.|) 1298/8834) 1,129,614) 169,220) .22.... -| 14.9|| 986, 858) 128)... 14.9], 72 018 $666,526 L $35,495 63 
Denv. & Rio. W.| 368 368) eh eet (ONE 195.126, 163.316) 31,811) ......... 19.5|| 530) 444) 86.. .| 19.5] Earnings.............. 598827 479747 +L 38080 123 
Union Pacific ..... 4,560, 4.526) 34) ....| 0.7), 5,214,415) 5,037,945) 176,470) ......... | .5|| 1,144) 1,138) 31)....) 2.8 | Expenmses............- Remgncesd 19,4 pete 
f ———|~ ——— = gree ieee . aa | tomlin aL renone 86.779 D. $23,588 126 
Total, 5road ... |11,422 lou! 112 201, ....| 14,742,711, 14,399,338 560,217, 216,844, ....|| 1,201| 1,251, 40... .... | , Net earnings $163,191 $1 . 
“tn i | | 3 "976 24 | 6 | Gross earn. per a 8,775 8,332 1. 433 5.3 
Total inc. or dec seeaee | sererel | 89) 0.8 | <- heskna be + noes cone vee | — hsedipicehael ==: | steeee = see _32 Net acy ber A gy 2040 2 2.385 D. 28 126 
Granp TOTAL: | | | | er cent. of exps..... 7 ‘ i 
Total, 83 roads..... 68, 704 66 vaee 208 298) ....| | 795,457 | 94,561, 560 3,795,897 4 562,000 ----|| 1,865) 1, 418) 53| ....| Nostatement of the disposition of net earnings was made. 
Total inc, or dec.. ‘| ‘ 7 panes weet sone] 2.9 if sehcees NST es = | 6 veedeeeeee | 768 1985 0. | scbhok veces |: | 53] 3.7 apey has for some years past paid 10 per cent, on its 
The stockholders authorized the issue of $500,000 bonds, to 
* Does not include New York, Pennsylvania & Ohio. t+ Does not include Indianapolis, Decatur & Springfield in either year. be used in case they are needed. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its mprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be publi hed. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of adverti 
ing patronage. 








THE MICHIGAN CENTRAL REPORT. 


The general result of the working of the Michigan 
Central and Canada Southern roads was made known 
at the close of last year, at the time the dividend is 
declared when there is anything to divide. Earnings 
and expenses have to be partly estimated then. The 
full report, issued this week, shows that then the 
earnings were over-estimated by $62,000 and the work- 
ing expenses by $42,000, and that the net earnings were 
actually $2,699,945, instead of $2,720,000 as then report- 
ed, The surplus of net earnings over the tixed charges of 
the two companies was but $61,343, instead of $80,000 
as estimated—a close approximation. With this narrow 
margin fora property earning $11,600,000 gross and 
needing to pay $2,640,000 of interest yearly, we can 
only repeat what we said in reviewing the December 
statement, that ‘‘ this company cannot afford to have 
its business get any worse.” It is to be feared, how- 
ever, that it has been getting worse so far this year, 
in spite of a much larger east-bound through traffic, 
as all through rates, except possibly the rates on this 
east-bound freight, have been much lower this year. 

The whole story of thesweeping decline of the stock- 
holders’ income from this great property from 
$1,834,712 in 1883 to $61,343 in 1884 is contained in 
the statement that the average receipt per ton per 
mile for through freight was 0.630 cent in 1883 and 
0.424 cent in 1884. There was a decrease in other 
rates and fares, but this alone made a difference of 
$1,348,165 in the net earnings of this road, which would 
have given 4} per cent. on the Michigan Central and 
3 per cent. on the Canada Southern stock. Profit is 
impossible with such a rate, which is nearly a fifth 
lower than the average through rate (0.525 cent per 
ton per mile) of the Cleveland, Columbus, Cincinnati 
& Indianapolis, which we cited recently as a fright- 
fulexample. We estimate the average expense per 
ton per mile at 0.5385 cent (against 0.516 re- 
ported for the Cleveland road), and on this ba- 
sis, if the Michigan Central made any profit 
on its through freight last year, its local freight cost 
less than 0.673 cent per ton per mile, which is im- 
probable. By this estimate the different parts of the 
Michigan Central traffic yielded the following net 
earnings last year : 


me million ton-miles of through freight = 43% p. ce. 
the whole traffic, earned 





456 .0:660.08. 000s RRR aas05 4 ee 0 
52434 million ton-miles of local freight = 3434 p. c. of 
the whole traffic carned......... .....cececes cessece $1,312,000 
165 million passenger miles = 22 p.c, of the total 
SE acc di ceca lec csec¥cks. Whee cctncconess 817,000 


and the remainder came from mail and express, to 
which no part of the expense is here assigned, the 
object being to show. that a reasonable and moderate 
estimate of the profit on passengers and local freight 
indicates that there was none on through freight, 
which forms more than two-tifths of the total traffic. 
The traffic of the road suffered some change last 
year, The aggregate freight traffic was 3% per cent, 





more than in 1883, but this was due wholly to the 
great increase of 45 per cent. in west-bound through 
freight—probably coal—while through east-bound 
freight fell off 14 per cent. and local freight 7 per 
cent. There has been an astonishing increase of late 
years in the through movement from Buffalo to Chi- 
cago. It was formerly only about one-third as great 
as the east-bound movement. Last year it was 68 
per cent. of it. The average through rates in the two 
directions did not differ greatly last year, being 0.418 
cent per ton per mile east and 0,433 west. 

There was a decrease of 8} per cent. in passenger 
traftic, the local traffic decreasing 17 per cent. and 
the through increasing 224 per cent. The earnings 
from through passenger traffic increased 144 per cent. 
in spite of a decrease of 7 per cent. in the average 
through rate; but the local passenger earnings fell off 
19 per cent., the large decrease in traffic having been 
reinforced by a small decrease in the rate. 

As about one-third of the net earnings was due toa 
decrease of working expenses, these deserve to be 
scrutinized. The decrease, however, is quite moderate 
compared with years previous to 1883, as follows: 


1881. 1882. 1883. 1884. 
Expenses......... $9,404,443 $9,268,205 $9,741,638 $8,959,132 

Thus while the decrease in 1884 from 1883 was 8 per 
cent., it was but 34 per cent. from 1883. 

The expenses are reported in detail for the last two 
years, but comparison of details with previous years 
is impossible because the reports of the two companies 
before the union did not make the same division of 
expenses. The maintenance expenses were reduced 
from $3,675,597 in 1883 to $3,082,248 in 1884, or 16 per 
cent., and more than three-fourths of the total de- 
crease of expenses wasin maintenance. Rail renewals 
cost $76 per mile of track and 32} percent. less than 
in 1883 ; but there was an increase of 18 per cent. in 
tie renewals and a decrease of but 44 per cent. in 
other road expenses. In repairs of bridges and build- 
ings the decrease was large ; in locomotive repairs 27 
per cent.; in car repairs 184 per cent. The chief 
decrease in earnings aside from maintenance are 
$157,775 (14 per cent.) in fuel for locomotives, and $73,- 
504 (56 per cent.) in International Bridge tolls. 

This company has lost more of the Chicago ship- 
ments than any other by the opening of new lines of 
late years; but the reports do not enable us toseparate 
the through traffic previous to 1883. The total traffic 
of the now united roads for seven years has been, 
millions of passenger and ton-miles: 

1878, 1879. 1880. 1881. 1882. 1883. 1884. 
Pass.-miles, 108.6 126.8 150.0 1766 1888 180.7 1649 
Ton-miles.. 841.8 1,165.3 1,190.1 1,078.0 1,146.4 1,141.3 1,179.2 

It is somewhat surprising to see that the freight 
traffic has not ceased to increase in spite of the new 
lines, which is probably due to the growth of a great 
west-bound through business carried at very low rates; 
but that the passenger traffic, which the new roads do 
not so much interfere with, has decreased steadily 
since 1882, and last year was less than in any other 
since 1880. . 

Evidently, it is not lack of traffic that troubles this 
road, but want of remunerative rates. For all its 
freight traffic it received 0.646 cent per ton per mile 
last year, and for passengers 2.101 cents. The art of 
earning a reasonable return on the investment in a 
railroad at these rates has yet to be discovered. 


in 








Tight versus Slack Couplings. 





Like all the rolling stock on the continent of Europe, 
the Russian car we illustrate has couplings fitted with 
a right and left-handed screw, so that adjoining cars 
can be drawn up closely together, effectually prevent- 
ingslack. A precisely similar arrangement is used on 
English passenger rolling stock, but the freight equip- 
ment has more slack than is usual here. 

It isa singular fact that the use of slack couplings 
for freight trains is coterminous with the use of the 
English language. Slack couplings are only used in 
this country, England and her colonies, and parts of 
South America that obtain their rolling stock from 
either England or America. 

In England the tight-coupled passenger trains rarely 
break their couplings, while the loose-coupled freight 
trains are continually breaking loose, though the 
trains are light in proportion to the strength of the 
draw gear, 14 in. diameter draw-bars where plain and 
14 in. diameter where screwed being common dimen- 
sions for the draw-bar, and 1} in. and 14 in. links for 
the chains. 

These dimensions are little in excess of those usual 
here with far heavier trains. The inference seems 
plain that the number of broken couplings increases 
with the amount of slack, and such an inference 
seems warranted by everyday experience here, the 
general use of tight couplings on passenger trains 
having greatly reduced the number of cases of trains 
parting, which were frequent enough when the link 





and pin were used, and were greatly increased by the 
introduction of the Westinghouse brake. 

The fact that a large part of the world has no slack 
couplings throws a doubt upon the absolute need of 
slack. If heavy trains can be started without slack, 
which is confessedly an evil, why not abandon it, and 
adopt tight couplings exclusively ? 

With careful management many hold that as heavy 
a train can be started with tight as with slack coup- 
lings. The hand-brake on the last car or cars being 
hard on, the engineer backs his engine, compressing 
the buffing springs, and then starts ahead. The 
buffing springs in expanding find a fulcrum in the 
braked cars at the rear of the train, and tend to help 
the engine in starting the rest of the train. 

This view of the matter is borne out by a little per- 
sonal experience which once befell the writer. A 
heavy close-coupled passenger train had to be started 
on a short but heavy grade on a road where the grades 
were usually light. The engine, which wag built in 
the days of lighter cars and shorter trains, seemed un- 
able to start the train, for when the engineer released 
the Westinghouse brake and put on steam, the train 
commenced to move slowly down hill. The brake 
was applied, the train brought to a standstill, and 
another start attempted with the same result. At 
last, after some three trials, the crank-pins stood in 
the must favorable position, and the train started. It 
was evident that the train just reached the limit of 
the load which the engine could draw, and it is a little 
difficult to see of what assistance slack coupling could 
possibly have been. 

The question of slack or loose couplings will soon 
assume an importance in consequence of the impend- 
ing general adoption of continuous brakes on freight 
trains. It is difficult to see how any quick-acting con- 
tinuous brake can be satisfactorily used on long trains 
with slack couplings. Hitherto the use of continuous 
brakes on freight trains has been almost entirely con- 
fined to mountain roads, where, to some extent, tight 
couplings are used and where the trains are neces- 
sarily short, owing to the steep grades. But in course 
of time we may hope that the present barbarous, 
costly and dangerous system of brakemen running 
along the frozen roofs of a train of swaying cars will 
be abandoned for the more rational and mechanical 
system of giving the engineer the power of applying 
instantly a brake block to every wheel in the train. 

The question of slack versus tight couplings, there- 
fore, deserves careful investigation, and should be de 
cided before the final adoption of automatic coup- 
lings. 

The fact that in the old world very heavy freight 
trains are hauled with tight couplings, demonstrates 
that slack couplings are not intiegansate to the con- 
duct of freight traffic. 


April Sinise 





The railroad earnings in April so far reported show 
just as many gains as losses compared with last year, 
and aside from the very large decrease of the North- 
ern Pacific, the gains and losses nearly balance. This is 
an important exception, however, for while six roads, 
with aggregate earnings amounting to $3,120,179, all 
gain, and in the aggregate gain $79,304, and five 
other roads with $2,670,951 of earnings all lose, and in 
the aggregate lose $56,551, the Northern Pacific 
suffers ten times the aggregate decrease of the other 
five, or $568,410, bringing down its earnings to $873,- 
105. In the aggregate the other eleven roads had 
nearly the same earnings as last year—an increase of 
$22,758, or two-fifths of 1 per cent., while the Northern 
Pacific’s loss was 394 per cent. 

No important change is reported on any other im- 
portant road. April was a fairly favorable month 
last year, the average earnings per mile of the roads 
reporting being about the same then as in 1883, when 
it was less than in 1882. In most months of last year 
there was a decrease in earnings per mile. 

The following statement will show the fluctuations 
in earnings in April for five years of the principal roads 
that have reported so far, not including such as have 
recently been completed or have been very greatly 
changed by recent additions to their mileage: 

881. 1882. 1883. 1884. 
North. Pac... $216. 210 $451,023 $660,412 $1,441,515 


c.,M. & + P.1,259,946 1,517,569 1,97 2 271 
Ch. & N. ise 0 a0 741 1.754.370 
1 


1885. 
$873,105 
1,948,633 1,928,600 
1, 822,165 1,835,800 


iil Cen. in hey 158,758 0,080 156,967 131,412 120,746 
Ill. Cen., I. & 
0. Div..... 781,589 747,389 699,370 799,133 822,951 
- Rd & San 
ning ie 269,507 234,496 262,217 363,489 357,100 
or : E. Ill... 134,070 123,889 123,769 108,548 118,565 
Cin., Ind., St. 
L. & SJusstee 184,923 194,474 193,141 197,821 197,627 
Ohio Cen. ... 35,455 84,448 67,986 86,236 66,878 
Long Island.. 142,995 159,197 170,893 186,597 201,714 


The Northern Pacific’s earnings were larger in April 
last year than in any other month of its history except 
October last. It was having the full benefit of the rush 
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to the Coeur d’ Aléne mines last year ; but the lack of 
this cannot nearly account for the great decrease this 
year. Aprilis one of the great immigrating months, 
and the movement to the country along this road was 
doubtless much less this year than last, while last year 
it was less than in 1883, andthe Union Pacific doubt- 
less took half the transcontinental business to and from 
Oregon and Washington this year, while the 
Northern Pacific had the whole of it last year. 
The increase from March to April was, however, larger 
rather than smaller than usual this year, 
though very much less than last year. There has 
been some decrease in the gross earnings of this road 
in every month but one since October last, but until 
March the decrease was so small as to lead to the 
conclusion that the traffic diverted by the Union Pa- 
cific would have an insignificant effect--a conclusion 
that will have to be revised. 

The Milwaukee & St. Paul, it appears, earned a 
trifle less than last year, when it earned a trifle less 
than in 1888. The contrary is the case with the 
Chicago & Northwestern, which gained a trifle this 
year, after gaining more last year. Both these great 
roads earned less in April than in March, as often 
happens, though last year the Northwestern earned 
more in April. The Iowa lines of the Ilinois Central 
earned less than in any other year of the five, 
and less than $300 per mile. The Illinois lines 
and the Southern Division, on the other hand, 
earned more than ever before,; though but 
a little more than last year. The St. Louis & San Fran- 
cisco very nearly maintained the high place it reached 
last year. The Chicago & Eastern Illinois gained 9 
per cent. over last year, but earned less than in any 
other year of the five. The Cincinnati, Indianapolis, 
St. Louis & Chicago has varied very little for four 
years. The Long Island Railroad shows a gain every 
year, and the gain is larger this year than in any 
other but one. 








The Recent Grain Movement. 





The course of the grain movement this spring is in- 
teresting in view of the low rates made, though the 
difference between the spring and the winter rates was 
less rather than more than usual, because the winter 
rates were unusually low. The average weekly re- 
ceipts of the eight Northwestern markets in January 
and February and the actual weekly receipts since 
February have been, in bushels : 


Week. Bushels. | Week to— Bushels. 
BP. BOB wiccsnss coal 5,010,416 | March 28............ 5,200,566 
__ 4,731,922] April 4............. 5,295,171 
Week to— Bi Stee: 
March 7........... 5,717,470 | a. ee 
ie * Se 4,607,797 | SRE ae 2,915,396 
21........... 4,585,097 | 


The receipts in the last week of April were much 
smaller than in any winter week but one. Rates to 
the seaboard at this season, however, are not likely to 
have a great effect on the receipts at the Northwestern 
markets; the condition of farms for cultivation much 
more. When spring opens early a very large part of 
the spring plowing and seeding is done in March, 
and then the farmers may be able to spare time for 
marketing grain in April. With a late spring, such as 
we have had this year, spring plowing, the sowing of 
spring wheat and oats and the planting of corn take 
every minute of men and teams, and there would very 
little grain go forward then but for accumulations in 
local elevators. There is not the same check on ship- 
ments from the Northwestern markets, provided they 
contain large stocks. These shipments have been: 


Week. Bushels. Week to— Bushels. 
Av. Jan............... 2,819,833 | March 28............. 3,667,332 
eee: eae 3,912,769 
Week to— ee Tee re 3,810,640 
March 7............... 3,472,385 SD Bites: cakes see ee 
a. Serer Oe eb ic'k.0:h's.'0ae a cole, 

_ eer rr 4,523,798 e 


Thus the break in rates after February was accom- 
panied by a large increase in shipments for a time, but 
the shipments have again become moderate. This is 
probably partly due to the appproach of the opening 
of lake navigation, but it is also possible that the 
engagements of the farmers, and the consequent 
decrease of Northwestern receipts, have something todo 
with it; for though there are enormous stocks of 
wheat in the elevators, there is comparatively little 
corn, and corn is the grain most in demand, appa- 


rently. At least it is the corn shipments that have 
fallen off most, the corn, oats and wheat shipments 
having been : 

Week to Wheat. Corn. Oats. 

MINE 5 cidesssaceccsad 448,272 2,221,950 1,221,676 

“28 420,715 2,098,357: 304,199 

14, 2,539,889 27,636 

., -.533,612 2,239,308 858,751 

-- 479,521 1,524,097 768,815 

886,460 816,329 989,670 





The difference in the availability of the different 
grains for immediate movement may be estimated from 
the fact that April 25 there were in store at the eight 
Northwestern markets (aside from what was already 
loaded on vessels) 31,619,865 bushels of wheat, against 


1,663,064 bushels of corn and 487,679 of oats, the 
last two together not being as much as the weekly 
shipments in any other week previous to April 12. 

Meanwhile the receipts at Atlantic ports have been : 


Week. Bushels. | Week to Bushels- 
ee sina cance ou 3,219,537 | March 28........ .... 4,500,464 
6 PR fic cses tedcwe 3,231,28¢ | April 4............... 4,186,710 
Week to ie See ,126, 
|) Rea 7 *: ina ear 3,890,014 
" 14.. 4,586,641; “* 25 ............. 2,827,600 


SBI, 4788858 | 

These Atlantic receipts have kept pretty even pace 
with the shipments of the Northwestern markets, in- 
dicating that the movement for interior supply, which 
is a very large part of the whole ordinarily, was not 
much affected by changes of rates or other circum- 
stances. 

In spite of the enormous accumulations of wheat at 
the Northwestern markets and the increased demand 
caused by the probability of w ar, we see that the 
wheat movement, though somewhat increased, has 
remained very light. Even at the rate of the ship- 
ments of the last week reported, which was nearly 
double the average, it would take nine months to 
empty the Northwestern elevators, which in only one 
week of the six ending with April 25 shipped more 
than they received. 

Now we conclude from this that there is no assur- 
ance that the railroads will get any very large traffic 
from wheat very soon, notwithstanding the great 
stocks. It is not wanted in a hurry, and now that the 
lakes are open it may actually prefer that route. And 
in the country that supplies the Northwestern mar- 
kets there is not usually at this season and probably is 
not now any great amount of wheat left to be mar- 
keted, so that the Northwestern roads may not expect 
much wheat traffic until after harvest. 

But with corn it is different. There is a great deal 
of it in farmers’ hands, no large part of the surplus 
ever being marketed so early, and it is wanted, as 
proved by the fact that stocks are very light, though 
the winter movement has been unusually heavy. A very 
large movement of corn, which will profit the North- 
western roads most, but also give the lines to the sea- 
board a large amount of traffic, is to be expected; but 
it will not fairly begin until the farmers are able to 
leave their fields for alittle. This may be very soon in 
Kansas and that latitude, but not much before June, 
it seems likely, in Iowa, etc., which afford a very 
large part of the corn marketed. We shall probably 
see signs of it first in a large increase in the St. Louis 
receipts, followed soon after by a larger one at Chi- 
cago. 





The New York grain receipts were much larger in 
March than in January or February. For the four 
months after the closing of the canal they have been 
for the last seven years, in bushels : 


Four 

December. January. Peewery. March months. 
1884-85... 8,481,130 8,559.082 7,335,811 12,139,47 26,615,798 
1883 84... 6,873,188 5,971,629 4,330,070 6,278,880 23,503,768 
1882- 83...10,278,964 9,188,011 6,9:26,337 10,226,564 36,614,876 
1881-82... 5,438,034 6,136,821 6,446,7 5,063,380 23,084,083 
1880-81... 9,256,069 6,117,875 6,027,744 9,812,220 BL.214,' 07 
1879-80...10,327.856 6,093,173 4,773,436 10,925,070 82,139,535 
1878-79... 8,393,551 6,202,074 10,070,566 10,116,024 34,783,115 


Thus, in March this year they were larger than ever 
before, and nearly twice as great as last year, and for 
the four months they were larger than in any year 
except 1882-83, and nearly the same as then, and were 
55 per cent. more than last year. Nearly the whole of 
this grain has to be carried by rail, and with fair rates 
the railroads would have been greatly benefited by the 
large business. The rates were actually nearly as high 
as last year, and with so much more traffic there should 
have been a greater profit than then. 

There are, however, two more railroads to bring the 
grain than there were three yearsago. The one of 
these roads then open carried 1,270,894 bushels of the 


L | total in 1882-83, last year the two carried about 2,223,- 
‘500 bushels, and this year 7,480,862 bushels. This 


leaves for the old routes : 

1882-83. 1883-84. 1884-85. 
35,343,982 21,280,268 29,034,936 
and the total figures given for the earlier years. Thus 
for them, the grain traffic this year wasa sixth less 
than in 1883, and less than in any of the three years 
previous to 1882, yet one-third more than last year. 

The new roads, however, carried a much larger 
share of the grain in December and January than in 
February and March, when the rates were lower. 
Together they have carried the following percentages 
of the whole in successive months : 


Aug. Sept Oct. Nov. Dec. Jan. Feb. March. 
12.0 17.6 18.4 2.0 263 224 146 15.8 


Thus when the rates become very low they take a 
less share of the business. As they are now situated 
they usually have to accept less rates than the older 
lines charge in order to secure a considerable traffic, so 
that when those roads carry at cost the new lines must 
carry ata lossor lose business. They have not gone out 
of the business by any means, however ; for though 
their proportion is less than it was, it was large enough 
with the heavy March receipts to give them a very 





considerable amount of grain—1,918,322 bushels, ex- 





ceeded only in December (2,053,057 bushels) and in 
January (2,458,768). 

The most noticeable fact in the March receipts, aside 
from the above, is the large share carried by the Penn- 
sylvania Railroad, which was 20 per cent. of the whole, 
against 11 per cent. of the much smaller receipts in 
1884, and 12.2 in 1883. The latter was a month of un- 
usually large receipts—only one-sixth less than this 
year—yet the Pennsylvania Railroad brought more 
than twice as much this year as then. It brought 
even a larger share in February, but a much smaller 
one in January and December. The Erie’s percentage 
was larger in March than in January or February, and 
the New York Central’s was somewhat less. 








There are indications that the West Shore’s struggle 
for existence is becoming desperate. The policy 
adopted of doing business at a loss could succeed only 
if the means of paying the deficit for a long period 
should be assured. The proprietors of the West Shore 
desire to get an income from their investment. They 
can get one either by carrying traffic at a profit or by 
transferring their property to some one who will give 
them rental for it, or securities which will 
yie'd an income. They complained that the New York 
Central deprived them of the income their road 
could otherwise earn by reducing the local freight 
rates so as toleave no profit on this business. The 
West Shore then reduced the local passenger rates 
below cost, as a means of causing great losses to the 
New York Central. There was no sense in this action 
unless it was expected that the losses caused 
tothe New York Central would be so great 
that that company would, rather than endure them, 
make some arrangement which would give the West 
Shore an income or enable it toearn one. This might 
be done either by a lease, an agreed division of traffic, 
or asale of the West Shore securities; or, for a time 
(probably a very short time), by an agreed general ad- 
vancein rates. The West Shore had the advantage that 
for every dollar it would lose by low rates the New 
York Central would lose several dollars. By sinking a 
million a year it might, perhaps, reduce the profits 
of the Central three or four millions a year. But the 
Central had the advantage that it could lose much 
more than this and still meet its fixed charges, while 
the West Shore must be borrowing money to meet its 
working expenses. It is for this reason that we said 
when the West Shore made the cent-a-mile passenger 
rate that nothing could justify the receivers in such a 
policy unless they were sure they could get the money 
to pay their deficits for a long period. 

It is intimated now, however, that the people who 
have been advancing money on West Shore receivers’ , 
certificate:, and who are supposed to have very large 
holdings of West Shore securities, declare that they 
will make no more advances. If this is true, the 
fight against the New York Central is virtually at an 
end, and the West Shore must cease to do business at 
a loss, which means that it must raise its rates on 
some traffic, even at the risk of losing that traffic en- 
tirely; for it does not follow that at this stage of the 
game the New York Central will restore rates when 
the West Shore wants them restored. It may prefer 
to keep the traffic within reach of that road unprofit- 
able for a while longer. 

But for the weight of the New York terminal com- 
pany about its neck, the West Shore probably could 
be worked to some extent without loss almost in- 
definitely. That is, it can get some traffic which 
will at least pay expenses, and can abandon all the 
rest. It is quite possible that even with the present 
low through freight rates, that business brings this 
road about as much as it costs. If it had a large 
traffic of this kind there would be little doubt of it, 
for the road is able to carry this traffic in large quan- 
tities very cheaply. This may not seem like a very 
desirable position—to work indefinitely without loss, 
but also without profit. But it would have the ad- 
vantage that it could be maintained indefinitely, and 
that it would be bettered by anything which should 
improve the New York Central's profits. But so long 
as the West Shore has any rents or fixed charges to 
pay, it is doubtful if even this position can be attained 
—whether the road can be worked at all (unless the 
Central consents to an advance in rates) without in- 
curring a loss. 

Meanwhile chaos seems to reign among the bond- 
holders, There are many proposals for a reorgaviza- 
tion, and apparently few adherents to any one of 
them. All parties united recently to securs a certain 
change in the management, but that, for no fault of 
their own, or of any one else, is not likely to succeed. 








The conference of the presidents of the Eastern 
trunk lines with the representatives of their immedi- 
ate Western connections, held in New York last week, 
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resulted, so far as action is concerned, in resolutions by 
the trunk-line presidents that they would assist the 
Western lines in their efforts to maintain rates, pro- 
vided arrangements are made with the trunk lines for 
a “satisfactory disposition of their east-bound traffic,” 
and that rules affecting the trunk lines shall be unani- 
mously approved by the Trunk Line Executive Com- 
mittee. This leaves things just about as they were 
before the Central Traffic Association was formed, and 
the general impression left by the meetiog was that 
nothing can be effected at this time. Still a meeting 
is to be held in Chicago, May 13. 








Proposed Lease of the Oregon Railway and Navigation 
Company. 





The negotiations for a lease of the Oregon Railway and 
Navigation Company’s property are long drawn out. Until 
recently the Northern Pacific alone has been the proposed 
lessee; now there is talk of a joint lease by the Northern 
Pacific and the Union Pacific. The question is not so simple a 
one as in the case of a long established railroad system. 
Though the Navigation Company has had great prosperity 
for several years, and though its railroad system is in a coun- 
try sure to make progress in the future, it has not by any 
means acquired that stable position which enables one to es- 
timate approximately its future from its past. Until the 
Northern Pacific was completed it had a large income from 
transcontinental traffic carried in its steamers between Port- 
land and San Francisco. This increase has been shut off by 
the completion of its railroad, as also has been that of its 
steamboats on the Columbia above Portland. Thus the cir- 
cumstances now are very different from those which existed 
when it was paying 10 per cent. dividends. Its railroad sys- 
em is much larger, and its steamer lines are comparatively 
unimportant, 

It has occupied most of the fertile wheat country on the 
upper Columbia, except the Yakima Valley (on the Cascade 
Division of the Northern Pacific), and this has grown rapidly, 
and will certainly continue to grow. It will not, however, 
grow so rapidly now as it would have done had the price of 
wheat been maintained. The unprofitableness of wheat- 
growing last year will discourage the settlement of all parts 
of the country where wheat is the great crop—North Dakota 
and Manitoba as well as Eastern Oregon and Washington. 
But, more than this, the profitableness of the lines of the 
Oregon Company depends to a very great extent on the rates 
it is possible to charge. The rates now charged are very high, 
in comparison with those of most wheat-carrying roads, and 
it is absolutely certain that in course of time they will have 
to be reduced, as those of the railroads west of Chicago 
have been. Indeed, the reduction has begun, and the 
Oregon Company gets much less for carrying wheat 
to Portland by rail than it did when the greater part of the 
carriage was by its upper Columbia steamboats. This inev- 
itable reduction in rates must be set against the inevitable 
growth of traffic; it is possible for the rates to fall faster than 
the traffic grows, and this possibility will become a probabil- 
ity if either of the two eastern outlets of the Oregon Com- 
pany becomes antagonistic. The Northern Pacific skirts the 
border of the wheat territory occupied by the Oregon Com- 
pany’s lines. With its own line completed to Puget Sound, 
as it is sure to be, it certainly will not go without a share 
of the traffic of Eastern Oregon and Washington, which a 
comparatively short branch will secure to it. And the Union 
Pacific, also, with its long ‘‘ Oregon Short Line” so near the 
sources of traffic, is bound to have a share of the Washington 
and Oregon business, if not with the help of the Oregon Com- 
pany’s line built for that purpose, then by one of its own. 
Any construction by either of these companies of railroads in 
the field now occupied by the Oregon Company’s lines would 
be doubly disastrous to the latter company, first, by reducing 
its traffic, and still more, probably, by reducing its rates. 
Thus the prospects of a good income on the Oregon Com- 
p2ny’s lines will be very much hetter if all three of the com- 
panies are interested in making them good, and will be very 
dubious if either of the eastern companies is left with a mo- 
tive for constructing a competing line. Now the assurance 
which the union of the three interests gives may not 
properly be attributed to any one of them, for the co- 
operation of all is necessary to secure it. If, for in- 
stance, the, prospect is that with such codperation 
the lessor company’s lines will earn a profit equal to 14 per 
cent. more on its stock than if it should remain independent, 
it is not entitled to a rental equal to all the profits it may 
then earn ; the other two companies, by whose codperation 
profits are increased, are entitled to part of the addition to 
the profits which they help to create. They, too, are entitled 
to another part for assuming the risk of a decrease of profits, 
which attends every business enterprise, unless this is fully 
offset by the prospect of a considerable increase. 

What we had chiefly in mind, however, was not the proper 
terms of a lease of the Oregon lines, but to show why a joint 
lease may be more advantageous to all parties—may secure 
greater profits from the leased road and its interchanges with 
its two eastern connections—than a lease to either one of 
these connections. The Oregon Company differs from most 
other new railroad companies in having most of its capital 
consist of stock instead of bonds. No less than $18,000,000 
was full paid in cash to provide for the railroad construction 
after the first organization of the company by the consolida- 
tion of the Holliday steamer lines and a few short lines of 
railroad. This is why in its early days it has been able to 
pay dividends while other companies are satisfied to earn a 
small surplus over fixed charges, 


Erie Earnings and Expenses in March. 


The report of the New York, Lake Erie & Western for 
March shows an increase in net earnings, less rental of the 
New York, Pennsylvania & Ohio road, of no less than 71 per 
cent., which seems an immense improvement, but thisincrease 
amounts to only $151,509, and it leaves the net earnings very 
much smaller than usual in March. 

The gross and net earnings and working expenses of the 
Erie proper in March for eight successive years have been : 


Year. Gross earnings. Expenses. Net earrings. 
i sccoods asseced $1,147,208 $825,370 $321,838 
| Serre ee 945,006 411,774 
1880 1,644,958 902,023 FAL USS 
3 1,847,261 1,143,258 704,003 
... 1,567,633 1,094.914 472,689 
--. 1,696.969 1,189,953 507,016 
- 1,177,892 943,891 234,001 
1,269,249 882,096 387,153 





Compared with last year and the year before the changes 


are : 

1884 : Gross earnings. Expenses. Net earnings 
re Tnc, $91,357 Dec, $61,795 Ine. 158,152 
yk eee 0 6.5 65.4 
1883: 

IE oo cis cseense Dec. 427,720 


25.2 


Dec, 307.857 Dec. 119,863 
25.9 23.6 


BOND vf caicncclnassipe 
Thus the gross earnings were 734 per cent. more than 
last year, but 25 per cent. Jess than in 1883, and much 
less than in any other year since 1878, The net earnings in- 
creased $153,000 from 1884 to 1885, while from 1883 to 
1884 they decreased $273,000. The moderate increase of 
734 per cent. in gross earnings coupled with the moderate 
decrease of 6!¢ per cent. in expenses this year produced the 
enormous rate of increase of 65 per cent. in net earnings. 
The gross earnings were largest in 1881. Compared with 
that year there is a decrease this year in March of 3114 per 
cent. in gross earnings and 47 per cent. in net earnings. 
Meanwhile there was a loss this year of $23,017 on the 
lease of the New York, Pennsylvania & Ohio road, against a 
loss of $21,374 last year, leaving the income of the Erie from 
both systems $364,136 this year, and $212,627 last year. 
The earnings and expenses of the New York, Pennsylvania 
& Ohio in March for the last two years have been 





. 1885. 1884. Decrease. P. c. 

Gross earnings............. $440,107 if 13L $27,024 58 
NON sn 64564400 ade ascend 322,289 339,022 16,733 49 
Net earnings .......... ... $117,818 $128,109 $10,291 8.0 


The rate of decrease in expenses was not quite so great as 
on the Erie proper, and there was a decrease instead of an 
increase in gross earnings, resulting in a decrease of $10,29 
in net earnings, against an increase of $153,152 on the aad 
proper. The decrease in rental, however, was very nearly 
the same as the decrease in net earnings, so that the result to 
the lessee was very nearly the same in both years. The ex- 
penses of this road were charged in a different way before 
the lease, but its gross earnings in March for nine years have 
been: 


Se ie ie Se | re $504,476 
RR So ee 268,609 | 1882..........ccceee. 485,673 
MNS, cv cacce ences SEO FHP, iis viccceacessds 467,131 
MMB rac 5 anaes cds MG RNB sg cicdedesunaess 440,107 


The decrease from the year of largest earnings is but 12% 
per cent., against 31 per cent. onthe Erie. The net earnings 
as made up before the lease were larger than this year in 1880, 
1881 and 1882, but much smaller in the three years before 
1880. 

For the six months of its fiscal year ending with March the 
gross and net earningsand working expenses of the Erie proper 
have been for eight years : 


Year. Gro:s Rarnioms. Expenses. Net Earnings. 
1877-78. ............ 68. 144,057 $5,487,263 $2,656, 794 
1878-79 ........00.0. 7,772,022 5,458,497 313,55 
RR cai genaseccs sec 8,821,335 5,762,315 3, 0 39,019 
ace aap. Oe 10,140,500 6,635,150 3,505.350 
Seer ere 9,29 2.930 6,699, 116 2,593,814 
Vo a Se . 9,834,691 6,947,025 2,887,666 
Cae, See 8,906,197 6,416,791 2,489.4. 6 
a ree 7,604,860 5,374,459 2,230,401 


Gross and net earnings and working expenses are all smaller 
this year than in any other since the reorganization. Com- 
pared with last year and the year before, the decreases are : 


Gross Net 
1884: earnings. Expenses. earnings. 
| RRR ee re $1,301, 337 $1,042.3:52 $259,005 
REE ocascreacnnrine 15.2 16. 3 10.4 
1585: 
Amount... . 2,229.831 1,572,566 
BE NS victnwiccbacawnd 22.7 22.6 


In gross earnings the decrease from 1883 to 1884 was 
$928,500; from 1884 to 1885, $1,301,300, or nearly one- 
half greater; but in net earnings the decrease from 1883 to 
1884 was $398,200, and from 1884 to 1885 $259,000, or one- 
third less. Since 1880-81, the year of maximum 
the decrease is 25 per cent. in gross and 36 per cent. in net 
earnings, The increase from last year in net earnings for 
March is but 40 per cent. less than the decrease for the six 
months, so that at the March rate the decrease would be 
wiped out in about six weeks. The conditions are very un- 
favorable now, but they were last year at this time also, and 
the company is increasing net earnings now by decreasing ex- 
penses. 

For these six months there was a profit of $6,211 on the lease 
of the Ohio road this year, against a loss of $179,996 last year, 
so that the income of the Erie from both roads was $2,236,612 
this year, against $2,309,410 last year, an increase of 

$72,798. The gain is small, but it is remarkable that there 
should be any gain under the circumstances. 

The earnings and expenses of the New York, Pennsylvania 
& Ohio for the six months were: 


-arnings, 








P 1884-85. 1883-84. Inc. or Dec. P.c 
Gross earnings........... $2,635.750 $3,042,124 — $406.374 13. 4 
NN c6 36 nncdewsen 1,786,099 2,248,640 — 462,541 20.5 
Net earnings........... $849,651 $793,484 + $56, 167 7.1 
The rate of decrease in gross earnings was a little less than 








on the Erie, the rate of decrease of expenses considerably 








greater, resulting in an increase in net earnings of 7 per 
cent. on this road, against a decrease of 10'¢ on the Erie, 








The Chicago, Burlington & Quincy in March. 





The Chicago, Burlington & Quincy had earnings as 
phenomenally large in March as they were (or seemed) 
phenomenally small in February. In fact, there is scarcely 
any railroad in the country whose earnings fluctuate so 
greatly from one month to another. Ordinarily earnings are 
less in February than in January, but in 1884 they were 
nearly 20 per cent. the greater in February, while this year 
they were 24 per cent. the greater in January. Always 
they are greater in March than in February, but the amount 
and rate of the increase vary within wide limits, as follows : 


Inc. in a 
Yew. February. March March. ofine. 
Sr $1.411.870 $1,732.518 $320,648 227 
ees 1,034,821 1,418,149 383.328 37.1 
ET, ‘ebtetas (asec 1,457,301 1,566.217 108,916 7.5 
CC Ere 1,611,021 2.396.584 785.4563 48.7 
1884 > Lea 013 2.106.029 135,016 6.8 
Re ee ey 1,601,915 2,639, LO9 1,037,194 64.7 


— 

In 1883 the earnings were nearly one-half greater in 
March than in February, and this seemed extraordinary; 
but this year they are’nearly two-thirds larger in March, are 
$466,920 (22 per cent.) more than last year and $242,525 (10 
per cent.) more than the extraordinary receipts in 1883, 
while comparisons with previous years show increases of 68 
per cent., 86 per cent. and 52 per cent. Evidently the block- 
ades of the road in February simply held back the traffic, 
which rushed forward as soon as the obstacles were removed. 
The gross earnings last March have been equaled heretofore 
only in fail months, and then only in September and October 
of 1883 and the same months in 1884. 

Meanwhile the working eae in March have been: 

1 188 83. 1884 1885. 

$744, S301 $752 863 $9" 29,200 $1, 0:9. 118 $1,021,311 $1,257,169 

These were also much larger this 
per cent. more than last year and 22 per cent. more than in 
1883. Wesaid in reviewing the February earnings the de- 
struction of rolling stock in the snow blockades would in- 
crease maintenance expenses long after February, but the 
larger traffic must have done to a considerable extent in 
March. The expenses for the whole year 1884 were 5114 per 
cent. of the earnings ; in January these were 56°34 per cent., 
in February 687<, but in March only 47% percent. The 
net earnings in en ch have been : 


1880. 1881. 1882. 1883. 1884. 1885. 
$988, 127 $665,286 $637,017 $1,367, 465 $1,084, 717 $1, 381,940 


Thus this year they were 40 per cent. more than in 1880, 
more than twice as great as in 1881 and 1882, and 27 per 
cent. more than last year, but only 1 per cent. more than in 
1883, the large increase in gross earnings since then being 
almost balanced by the increase in expenses, which were only 
4314 per cent. of the earnings then, against 47° this year. 

The immense earnings last March give evidence that the 
great crops of last year in the territory served by this road 
are sufficient to counter-balance the other unfavorable traffic 
conditions, and we may expect later in the season to find 
other months of unprecedented earnings. April, how- 
ever, is very unlikely to make as good a showing as 
March. Earnings are usually smaller then, and this 
year more than usual the farmers have been forced to 
spend their time in the fields in April. Afterward 
we shall expect this road to vindicate its reputation as being 
the great corn road by carrying immense quantities of that 
grain to Chicago, etc. What itcando in this respect in a 
good corn year may be seen by the following statement of 
the amounts of corn it brought to Chicago in 1880 and 1881 
in successive months, in thousands of bushels : 


year than ever before, 23 


3 mos. to 


Mar. 31. April. May. June. July. Aug. Sept. Year. 
1880...... 6812 2368 3,680 5,103 4.868 5,139 4,856 40,920 
1881 .-2,968 1,437 1,925 3,751 4,333 4,673 4,053 72,773 


In both these years, we see, the corn movement increased 
greatly after April, and especially after May. It is to be said 
that the increase may be less this year, because the winter 
movement has been unusually heavy, to supply current wants; 
but it is also to be said that large as the winter movement has 
been, it has apparently all been consumed, for there are no 
accumulations anywhere; so that we may expect the move- 
ment hereafter to be about as large as in the best years, 
though it may not be so much larger than in the earlier 
months as it was in 1880 and 1881. 

For the three months ending with March the gross and net 
earnings and working expenses of the Chicago, Burlington & 
Quincy Railroad have been for the last six years : 





Gross Net 
Year. Miles. earnings. Exper ses. earnings. 
7 ere 2.597 $3,834,702 $1,896,320 $1,928,382 
1881 >? 3,760,918 2 176. 749 1,584,169 
| ee 4,682,351 2'663,421 2,018,930 
1883 5, 583. 790 2.626.654 2.917.135 
1884 5 5, 725," 262 3.046.865 2,678,397 
1885 3,467 6,235,508 3,490,350 2,742,158 


Thus t the gross earnings and working expenses were larger 
this year than in any other, but the net earnings were a little 
less than in 1883. Compared with the last two years the 
changes are: 


1884. Gross earnings. Expenses. Net earnings. 
RMAOUME. js. siv0:5005 Inc. $508,264 Inc, $443,485 Inc. $63,761 
POP GONE... 65500500 8.9 14.6 2.4 

1883. 

Amount.... ..Ine. 649,718 Inc. _ 823,696 Dec. 174,977 
Per cont.......... 11.8 30.9 6.0 


There is thus avery small increase in net earnings over 
last year for the quarter, and a decrease of 6 per cent. from 
those of 1883. 

The fixed charges remain about the same as last year, but 
the stock has been so increased that it requires about $140,000 
more per quarter to pay the same dividend, or $76,000 more 
than the increase in net earnings. Asthe net earnings last year 
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after paying fixed charges and 8 per cent. dividends, and 
exceptionally large amounts to sinking funds, left a surplus of 
$1,011,000, not to speak of $1,468,000 received for land 
sold, the increase in the requirements for dividends is com‘ 
paratively insignificant, 








We learn that Mr. M. N, Forney has handed in his resig- 
nation as Secretary of the Master Car-Builders’ Association, 
to take effect at the close of the next annual convention. 
This announcement will be received with regret by the mem- 
bers of the Association, who appreciate the thoroughness, 
care and ability with which Mr, Forney has,performed the 
duties of the office Only those who have been intimately 
associated with him for the past year or two, however, can 
understand fully how much time, labor and thought he has 
unselfishly devoted to the work of the Association. It is not 
too much to say that its position and influence to-day are 
very largely due to his efforts, before as well as during his 
occupation of the position as Secretary. 








The Chicago shipments again fell off largely last week, be- 
coming as small as they were last year after navigation 
opened, though the indications are that the 20-cent rate was 
not maintained last week. The average rate was, however, 
doubtless higher than the open rate of 15 cents last year. The 
imperfectly reported shipments of flour, grain and pro- 
visions for the week this year and last, and the total ship- 
ments of through freight in previous years for this week 
were: 

L880. 1881. 1882, 1883. 1884. 1885. 
30,263 58,866 29,528 41,446 61,335 51,788 

Thus the shipments this year, though 16 per cent. less than 
last year (the first of open navigation), were greater than in 
any other year except 1881, which is the only other year of 
the six when, as now, navigation was closed during the week. 

The total shipments and the percentage going by each road 
in each of the last six weeks have been : 

——Week ending——-— 








——, 





Tons: March 28. Apr. 4. Apr. 11. Apr. 18. Apr. 25. May 2. 
Flour....... .... 20,236 22,267 22,198 22,681 18,771 17,219 
ea 44,805 46,894 54,188 40,650 34,675 27,430 
Provisions....... 6,04L 5,948 6,793 7,108 6,869 7,139 

TE kes. c0ees 71,082 75,109 83.089 70,519 60,315 51,788 

Per cent.: . 
C.&GrandT. .. 98 19.2 15.6 20.5 5.9 5.1 
Mich, Cen....... 237 27.4 20.9 15.5 14.6 13.0 
Lake Shore...... 6.8 4.6 5.6 4.8 7.0 9.4 
Nickel Plate..... 11.3 9.4 93 7.8 7.3 63 
Ft. Wayne....... 21.1 19.8 18.7 23.6 29.5 30.1 
C..8.La@P.... 144 12.5 16.8 14.1 18.6 14.5 
Balt. & Ohio..... 7.2 5.3% 6.6 8.4 8.6 4.4 
Ch. & Atlantic... 3.7 1.8 6.5 3.3 8.5 17.2 

TO. 5. s62n00% 100.0 100.0 1000 100.0 100.0 100.0 


As heretofore, the larger part of the decrease in shipments 
isin grain. Since the week of maximum shipments (to April 
11) there has been a decrease of 31,301 tons in all, and grain 
fell off 26,758 tons (4914 per cent.), and flour 4,889 tons (22 
per cent.), while there was an increase of 346 tons (5 per 
cent.) in provisions, The percentages last week were similar 
to what they were the week before, with an enormous in- 
crease for the Chicago & Atlantic, which has been very far 
behind in the pool. This road, which was at the foot of the 
list two weeks before, last week was next to the head, It car- 
ried but 6 per cent. of the flour and no provisions at all, 
but had 2825 per cent. of the grain, and more than any other 
road except the Fort Wayne, which had 291¢ per cent., leav- 
ing but 42 per cent. to the other six roads. It isnot probable 
that the Chicago & Atlantic increased its shipments so enor- 
mously, and wholly in grain, just before the opening of navi- 
gation, without offering inducements to shippers, and it is 
understood that its business was nearly all taken at 15 cents, 
and that in the latter part of the week this rate was general. 
The Pennsylvania roads continue to take an unusually large 
share of the shipments, the two together carrying 44.6 per 
cent. of the whole last week, against 28,7 going by the three 
Vanderbilt roads. 








Record of New Railroad Construction. 





Information of the laying of track on new railroads in the 
current year is given in the present number of the Railroad 
Gazette as follows : 

Buckingham.—Completed from Bremo Bluff, Va., to the 
Buckingham slate quarries, 4 miles. 

Florida Southern.—Extended from Leesburg, Fla., south- 
west to Pemberton Ferry,.28 miles. 

This is a total of 32 miles, making 340 miles thus far 
reported for the current year. The new track reported to 


the corresponding date for 14 years past has been : 

Miles. Miles. 
Eacecbesndeeks® snownne BOG | MGB oss cvcasnres os. ssvee 312 
1884. ony, SA EE Acc@beuhenssined |eeseeds 354 
Bs ccstnatansmancansea abana DSRS | BBO. 0 ones. ccccccoseces oc 455 
BI oon 04600006 sescncsonen * 3. 3 Serer s 229 
SS ee 1,018 | 1874 .......... 423 
BORD. .cccccyeccccsveccece se DGBO } Be acike osnsecevnccesasee 738 
BOI neve cvncsecancssscnecese BOG | BOTH ca cccccscs J cccevecses 1,136 


This statement covers main track only, second tracks and 
sidings not being included. 








NEW PUBLICATIONS. 
Tables for Field Engineers. Designed for Use in the Field. 

By Amos Stiles, C. E. Published by the Author. 

This little volume is chiefly made up of three long tables, 
of which but one (the longest) is original, viz.: Chords, 
versed sines, external secants and tangents for a 1-degree 
curve, for every minute of central angle up to 90 degrees. 
The other two tables are an extended one of radii of curves 
and their logarithms and a table of natural sices and tan- 
gents. The logarithms of the radii seem to have been added 
(or rather left in, since the table is not original) simply to fill 
up space, since there is a certain absurdity in giving them 
in a field-book which contains no other logarithms of any 
kind, Eight pages of explanations of the table, including 








six of the simpler and most frequently used field formule, 
complete the volume, which is evidently chiefly intended for 
giving the table of functions of a 1-degree curve, which 
makes up about two-thirds its bulk. 

This table, in the hands of an expert in field-work, affords 
the means of solving almost every problem which ordinarily 
arises in a very simple way, so that in giving in convenient 
form the most fully worked out table of the kind in exist_ 
ence, together with the other two most frequently needed 
tables, the book has something to justify its existence—enough 
to make it matter of surprise that it should not have been ex- 
tended a little further, so as to give it some chance of sup- 
planting other field-books, As it is, this is hardly to be ex- 
pected, for very much that oucht to be included in such a 
book to make it acceptable as the only field-book used, is 
neither given nor referred to; and the table on whose 
value the book chiefly depends is given to every second 
minute in one recent field-book and to every 10 minutes in 
another, which answers every practical purpose. Those 
therefore who have learned the value and the proper use of 
such a table from experience or other works will find this 
little portable volume useful. Those who have not, and who 
purchase this volume with the idea that it will effectually 
serve them, will be disappointed. It appears to be a revul- 
sion from that abuse of this simple department of applied 
mathematics which turns it intoa field for displaying inge- 
nuity in geometrical analysis, and for exercises in the art of 
using logarithmic tables down to decimals of a second; but 
the revulsion has carried the author too far in the other di- 
rection. 








TRADE CATALOGUES. 





Catalogue of Rock Drills, Air Compressors, Quarrying 
Machines and Mining Machinery. Ingersoll Rock Drill 
Co., New York. 

This catalogue is another of the commendable class which 
gives not only a list of the goods on sale, but much practical 
information in regard to their use. The construction of the 
drills is shown with tolerable fullness by detail engravings; 
the theory of air-compressing is gone into at some length, and 
some convenient tables and apparently valuable information 
are given: and the data as to what can be actually done with 
machine drills, as reported in numerous letters and tabular rec- 
ords, are full and of real value. No attempt to digest this mat- 
ter, however, and give something like a general summary of 
what the various sizes of machines have done or can do in 
various rocks and with various sizes and depths of holes, is 
made ; a fact to be regretted, for it must be easily within the 
power of the makers to do this. In fact, such information of 
this kind as is given is so vague as to be rather mis- 
leading, as, for instance that statement on page 10 that a 
certain machine willZdrill 70 ft. per day in granite, either 
2in., 3 in. or 6 in. hole. Tobe sure, manufacturers build 
machines to sel] and not to use themselves, so that too much 
should not be expected; but when such information is found 
in catalogues it always creates a favorable impression and is 
often of value, so that it is well for them to ‘‘ assume a virtue 
if they have it not,” of knowing better than the buyer does 
himself what machine he needs, what he can do with it and 
how he ought to do it. 

The catalogue includes the plant necessary in connection 
with rock work and tunneling, as well as the drills and com- 
pressors themselves, and is one of the kind which engineers 
and contractors like to have and to keep. 





Foreign Railroad Notes. 

In the town of Gera, Saxony, a number of men were em- 
ployed who lived in the town of Ronneberg, 614 miles distant. 
It was apparently to keep these men from moving away that 
the authorities of Ronneberg contracted with the manage- 
ment of the State Railroads to pay $11 daily, in return for 
which it should have the right to issue weekly commutation 
tickets to and from Gera for 200 men. The town sells these 
tickets every Sunday for about 29 cents each, good for the 
round trip daily for six days, amounting to 78 miles of travel, 
or five cents for the round trip. The price paid by the city 
was just one-half the regular fourth-class fare for this 
number of tickets. This arrangement first went into effect 
in December, 1883, and in that month only about 200 per- 
sons availed themselves of it. The number has risen since to 
300. A special train is provided with third-class cars in 
which none but holders of the city tickets are permitted to 
ride. It leaves Ronneberg at 5:20 a. m., and Gera at 7:30 p. 
m., giving time for a long day’s work. The run is made in 
18 minutes. Ronneberg now pays about $15.50 per day 
for the train, which makes it earn $1.20 per train-mile, 
which is not very bad, People who wish to establish a work- 
man’s town near a great city might copy thisexample. By 
contracting to pay for a train they might offer tickets as a 
part of the rent, and so help out their real estate speculation. 
But such an enterprise can be successful only when a large 
number use the train, and in any new town it may be neces- 
sary to pay for the train for some years before the passen- 
gers make good the outlay. 

Between Klotzsche and Dresden-Neustadt, in Saxony (41¢ 
miles), another workman’s train has been established by an 
arrangement with a trades union of masons and carpenters. 
Members of this union only are allowed to purchase tickets. 
A ticket for a week costs 29 cents; for a month, 97 cents. 
For weeks when there is a holiday, special tickets are issued 
costing a sixth less. The train is of fourth-class cars, and any 
one can ride in it who buys an ordinary fourth-class ticket, 
the price of which is about 3% cents one way. It is esti- 
mated that 75 passengers daily will pay the cost of the train. 


TECHNICAL. 


Locomotive Building. 
The Rogers Locomotive Works, in Paterson, N. J., are 
building 6 heavy freight engines for the Louisville, New Al- 
bany & Chicago road. 

The Dickson Manufacturing Co., in Scranton, Pa., is build- 
oy locomotives for the Georgia Pacific. 

he Cooke Locomotive Works} in Paterson, N. J., last 
month turned out 6 locomotives for the Milwaukee & 
Northern. 

The Rogers Locomotive Works in April sent away 10 
locomotives, 4 being for the Manhattan Elevated road in New 
York, 2 for the Florida Railway & Navigation Co., 2 for the 
Kansas City Belt road, and one each for the Naugatuck Rail- 
road and the Shepaug road, in Connecticut. 


The Car Shops. 
The Keith Manufacturing Co., at Sandwich, Mass., is build- 
ing 50 freight cars for the Boston & Providence road. These 
cars are to be equipped with the United States car coupler. 

The Haskell & Barker Car Co., in Michigan City, Ind., is 
building 400 box cars for the Louisville, New Albatiy & Chi- 
cago road 

ennock Brothers, in Minerva, O., are building 300 freight 
cars for a new Illinois road. 

The Bass Foundry & Machine Works, in Fort Wayne, Ind., 
are ne full time on car wheels and castings for car 
work. 

The Barney & Smith Manufacturing Co., Dayton, O., are 
engaged on the following orders: 3 sleeping cars, 4 passenger 
coaches, and 200 freight cars for the Milwaukee, Lake Shore 
& Western; 12 passenger and 4 baggage cars for the Minne- 
sota & Northwestern ; 1 mail car for the St. Louis & San 
Francisco; 3 parlor cars for the Cincinnati, Hamilton & Day- 
ton; 4 sleepers and 3 dining cars for the Canadian Pacific; 4 
parlor cars for the Wabash, St. Louis & Pacific; 4 passenger 
and 2 combination cars for the Burlington, Cedar ids & 
Northern; and 25 palace horse cars for the Arms Palace 
Horse Car Co., of Toledo, O.—Car-Builder. 

The Laconia Car Co., at Laconia, N. H., is building 
hag passenger cars for the Boston, Revere Beach & Lynn 
road, 





Bridge Notes. 
The Hamilton Bridge Co. in Hamilton, Ont., has taken the 
contract for a new iron bridge over the Thames River in 
London, Ont., for highway use. 


Iron and Steel. 


The Cambria Iron Co. at Johnstown, Pa., is pulling down two 
of its blast furnaces for the purpose of rebuilding them of 
larger size and with all the modern improvements. 

he new furnace of the Clifton Iron Co. at Ironton, Ala., 
has gone into blast. It will make about 300 tons a week. 

The two blast furnaces of the Mt. Hickory Iron Co, at 
Sharpsville, Pa., will be sold at public sale May 30. 

The Woodstock [ron Co. recently completed a new furnace 
at Ironton, Ala., and this furnace is now in blast, making 
about 40 tons a day of car-wheel iron. 

Mont Alto furnace in Franklin County, Pa., which has 
been idle for several months, has gone into blast. 

The Weimer Machine Co, in Lebanon, Pa., recently shipped 
a blowing engine and other machinery for a new furnace to 
the Cherokee Tron Co. at Cedartown, Ga. 

The rail mill of the Lackawanna Coal & Iron Co., in 
Scranton, Pa., was destroyed by fire May 4, the machinery 
being so badly damaged as to be made almost entirely useless. . 
The loss is about $200,000, partly covered by insurance. The 
mill will be rebuilt at once. 

The Conference Committee of the Amalgamated Associa- 
tion of Iron & Steel Workers met the Manufacturers’ Com- 
mittee in Pittsburgh, May 1. The proposition presented by 
the committee requests the continuance of the present scale of 
wages, but requesting an advance for rolling steel rails over 
the price heretofore paid, No conclusion was reached at this 
meeting, and another is to be held, 


Manufacturing and Business. 
The Vulcan Iron Works, in Chicago, have an order for the 
engines and entire iron works of a stern-wheel steamboat for 
Louisiana. They are also building two steam pile-drivers, 
one to go to Quebec and the other to Mackinaw. 

The Lidgerwood Manufacturing Co.,in New York, recently 
completed two large hoisting engines for the Pennsylvania 
Railroad, and a steam pile-driver engine for the Central 
Railroad, of Georgia. 


The Rail Market. 
Steel Rails.— The market is fairly active and quotations 
continue steady at about $27@$%27.50 per ton at mill for or- 
dinary sections, and $30@331 for light rails. It is reported 
that an order for 10,000 tons for the Union Pacific road has 
been placed at a price equivalent to a little under $26 in Pitts- 
burgh, but this rumor is questioned by other makers. 

Rail Fastenings —Quotations continue nominally at 1.90 
cents per Ib. for spikes in Pittsburgh; 2.25@2.60c. for track- 
bolts, and 1.60@1.70c. for splice-bars. The market continues 
very dull. 

Old Rails.—The supply of old iron rails is increasing and 
the market is weak. les are reported at $17.50@$18 per 
ton at tidewater. Old steel rails are quoted at $17@$17.50 
per ton in Pittsburgh. 


The Inspection of Track Supplies. 

The Railway Supply and Inspection Bureau has been es- 
tablished at ending: Pa., by T. Burd Zell and James L. 
Rake, inspecting engineers, who have associated with them- 
selves Mr. N. H. Muhlenberg, chemist. Their purpose 1s to 
inspect rails, rail fastenings and other track supplies of rail- 
road companies at mill or other points. The inspecting en- 
gineers have had experience in the inspection of rails and 
other materials furnished to the Philadelphia & Readin; 
road, while the chemist was for a long time associated wit 
Prof. Drown, Secretary of the American Institute of Mining 
Engineers. They have made arrangements with Riehle & 
Brothers, of Philadelphia, for tne use of testing machines 
when required. Without doubt a proper and careful conduct 
of the bureau will make it extremely useful to railroad com- 
panies which may require its services. 


The Afghanistan Railroad. 


It is stated that the railway plant for the military line 
through the Bolan Pass to Quetta, which is to be at once 
commenced, has been to a great extent stored in India for 
some years. Several ships going out to India within the last 
two months have had a tonnage of metal rails, and it is un- 
derstood that sufficient plant has now been collected for the 
construction of the projected line. It is stated, however, 
that the line will take two years to complete.— Engineering. 


An Irish Special Train. 


The Railway and Tramway Express contains the follow- 
ing account of the train which was used throughout by the 
Prince and Princess of Wales during their recent visit to 
Treland: 

‘The train was formed as follows: Engine and tender, 
passenger luggage brake van, first-class carriage reserved for 





representatives of the press, saloon carriage for the ladies-in- 
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waiting and staff, saloon for the Prince and Princess, com- 
posite carriage for attendants, composite carriage for officers 
and staff of the railway, passenger luggage brake van. The 
engine carried in front a Royal Standard and Union Jack, 
with Prince’s plume at foot of the chimney. It is one of a 
class built especially for the express inland and American 
mail train running between blin and Queenstown. 
The four coupled drivers are 78 in. diameter, and 
a four-wheeled truck is placed under the cylinders, 
which are inside, and measure 18 in. by 24 in. The 
engine was built at the Inchichore Works of the Great South- 
ern & Western Railway, and was exhibited at the Cork Ex- 
hibition in 1883, and was awarded a first-class medal for ex- 
cellence of design and workmanship. The first-class com- 
partments throughout the train are of the standard design. 
‘Their fittings are particularly rich and chaste. The panels 
over the seats in each compartment are fitted with photo- 
graphs, tastefully mounted, of Irish scenery adjacent to the 
Great Southern & Western Railway. The upholstery is in 
fine blue cloth. The smoking compartment is covered in 
Russian leather. The woodwork is of various Irish-grown 
woods, inlaid in the panel framing and roofs. The salcon for 
the immediate attendants upon the royal party comprises 
two compartments, with doors uniting them. The royal 
saloon is a noble carriage, with lofty roof, and two spacious 
compartments. The exterior of the carriage is richly gilt 
and painted in the lake colors adopted  through- 
out the whole of the passenger rolling stock, 
and bears the national heraldic emblems on_ the 
panels at each end, The interior is padded to the height of 
the windows. The ding is covered with an Irish poplin of 
olive-green tint. ‘The window-curtains and nettings are of 
brown and gold. The furniture of this carriage consists of 
couches and chairs. The internal doors, framing and spaces 
between the windows are inlaid with Irish woods of varying 
colers and figure, Irish bog-oak and bog-yew being predomi- 
nant in the design. The roof is domed so as to give greater 
height from floor-level. The ventilation of the carriages is 
insured by apparatus in the roof, which, while securing the 
end desired, prevents any down draughts of cold air. 
Flower brackets projecting from the sides give a charm- 
ing effect to the intericr of the carriage. The train is 
fitted throughout with a continuous vacuum brake, 
which is fitted with an ingenious tell-tale, warning the engi- 
neer should a hose or vacuum-sack burst. A very small 
ejector on the engine is always at work maintaining a vacuum 
of about 1's in, as long as everything is right. This vacuum, 
(which is insufficient to set the brakes), is shown on a very 
sensitive gauge on the engine, but any serious leak destroys 
the small vacuum, and the fall of the needle warns the en- 
gineer of a leak, but does not stop the train.” 


Railroads in South Africa. 


The eastern system of the Cape of (:ood Hope railways, pass- 
ing through the colonial coals field, was completed and 
opened for traffic to Burghersdorp on March 19. 

The coal is of very inferior quality, having about 33 per 
cent. of ash, but asit can be mined very cheaply it will 
probably be extensively used instead of imported coal, which 
costs from $9 per ton at Cape Town to $80 per ton in the 
diamond mines in the extreme interior of the colony. Special 
arrangements of fire-boxes and grate-bars are necessary for 
burning this coal on locomotives, 


Steam Street Car Motors. 


Steam motors for street cars are coming into extended use 
in England, but have only just been introduced in the 
metropolis. The motors, which emit neither steam nor smoke, 
are built by Merryweather & Co., best known as makers of 
steam fi i The line has some heavy grades, and is 6 
miles in touath. The cars are carried on two four-wheeled 


trucks, 
The Suakim-Berber Railroad. 


This line, from a port on the Red Sea to the Nile at Berber, 
is to be built for the British government by a well-known 
firm of contractors, Messrs. Lucas & Aird. The line is to be 
built ina practically unknown country at the quickest pos- 
sible speed, and without any contract survey, the contractors 
receiving a commission on the actual cost price. The rails 
will be of the pattern usual in England, 56 Ibs, to the yard, and 
will be made by Messrs. Cammell, of Sheffield. As the line 
traverses a waterless country, a line of pipes is to be laid 
along the whole length of the railroad, and water forced 
through them, in the same manner as the oil is forced along 
a pipe line. The pumys are to be made by Messrs. ; 
Worthington & Co,, of New York, but the pipes will be sup- 
plied by English firms. Portable electric eht plant will be 
used to enable the work to be carried on at night. The loco- 
motives will be six-coupled and the passenger cars are to 
have double roofs and will be painted white. 

General Gordon was strongly in favor of the construction 
of this line as an instrument of civilizing the Soudan and 
suppressing the slave trade, by giving the Soudan a means of 
communication across the arid patties which separates it from 
the outer world. His companion at Khartoum, Colonel 
Donald Stewart, in 1883, gave the following particulars 
respecting the route of the proposed railway : 

‘From Suakim to Berber is a distance of some 245 miles. 
From Suakim, for some 70 or 80 miles, as far as Wady Har- 
atri (altitude 2,869 ft.), there is a gradual and almost uni- 
form rise. The road lies through bare hills and shallow, 
somewhat wooded ravines. From this point till a few miles 
beyond Ariab (distant 120 to 130 miles from the sea) the 
general aspect of the country is that of barren level plains, 
alternating with bare hills and shallow defiles. Thence the 
road into Berber is over an open, level and barren plain. The 
altitude of Berber is about 1,100 ft. The main difficulty on 
this line would be the water supply. There are no rivers and 
torrents to bridge, and no rain falls except a few heavy 
showers in the winter season. In the districts bordering the 
coast a considerable amount of small timber is found which 
might prove useful. According toa rough estimate, I should 
think a railway could be made for from $7,500,000 to 
$10,009,000. It would be well worth considering whether 
the narrow gauge might not answer.” 


American Car Seats Criticised. 


In describing the New Orleans Exhibition, the London 
Engineer observes : ‘‘ The place of honor in the centre of the 
building is given to a large relief model of the town of Pull- 
man, situated near Chicago, showing workshops, houses, 
churches and parks. This town has every sanitary improve- 
ment, and the houses are comfortable, but the place is gov- 
erned absolutely by Mr. Pullman with a parental despotism 
strangely at variance with American ideas, and in its not too 
benevolent system more like that of a petty German prince 
of 50 years ago than that which English-speaking people are 
accustomed to. It may be hoped that the fetrotection of 
the Mann and other competing cars may induce the Pull- 
man Co. to improve the details of its cars, for although 
every one appreciates on a long journey the comfort 
provided, there is great room for improvement. In 
the first place the car-builders here, in common with 
the rest of their countrymen, seem incapable of making a 
comfortable seat. Except in a few of the best clubs and 
private houses furnished according to English ideas, even the 
rudiments of chair designing are unknown, On a long jour- 


ney in a so-called parlor car, or in the day use of a sleeping 
car, where passengers twist their bodies in the vain attempt 
to find a comportable posture, one longs even for the third- 
class carriages of our northern lines, where one may occasion- 
ally stretch out at full length. The window fastenings and 
adjustments need alteration; serviceable racks or netting 
should be provided instead of the diminutive kind in vogue, 
this being particularly necessary in a country where the rule 
that anything that can be classed as a hand package shall be 
excluded from the baggage car, is strictly enforced.” 


What the Brooklyn Bridge will Stand. 

As the result of a discussion among the Brooklyn Bridge 
Trustees, Mr. J. S. T,. Stranahan recently wrote to Mr. 
Washington A. Roebling, the engineer who. constructed the 
span, asking his opinion on the following questions : Whether 
the bridge could be used without detriment for the passage of 
Pullman cars; also for the passage of loaded freight cars, 
and for the passage of locomotives, *‘ and if so [referring to 
the last question), what is the maximum weight of loco- 
motives which could be so used with safety.” 

Mr. Roebling, in answer, has written that Pullman cars 
weighing not more than 32 tons might safely cross the bridge 
without doing itany harm. ‘‘I assume,” he says, ‘* that you 
wish to cross the bridge with Pullman cars, freight cars and 
locomotives on the present track of the cable railway. If this 
supposition is correct, 1 answer, ‘ Yes’ to your first question. 
To the second question,” Mr. Roebling continues, ‘‘ I also say 
‘ Yes,’ provided the weight of the car does not exceed 30 tons. 
Freight cars this weight, being shorter than Pullman cars, 
will tax the bridge a little more than the latter, but their 
length is still great enough to distribute the load sufficiently 
not to be detrimental to the structure.” 

In reply to the last question Mr. Roebling speaks at some 
length. Locomotives are short and their Siight much more 
concentrated than Pullman cars, and one as heavy as one of 
the latter would strain the weakest portions of the bridge. 
If they were allowed to run across the structure their weight 
would have to be limited to about 18 tons. The bridge, Mr. 
Roebling says, was not constructed for such traffic, and its 
subordinate parts could not stand the strain. The engineer 
concludes his letter by saying that he is firmly convinced that 
with increased switching facilities the present system of run- 
ning cars is in every way the best that could be adopted. 


Wind Power on a Draw-Bridge. 

Two weeks ago it became necessary to make some repairs to 
the Penrose Ferry bridge over the Schuylkill and the draw 
was opened and propped parallel with the shore lines, so as to 
leave a free passage for the shipping. A violent gale was 
blowing. About 10 o'clock a gust of wind swept under the 
flooring with such force as to loosen the stays and props. 
The span swung around and was caught by another gust and 
set revolving ata very rapid rate. Two men named Rovel 
and Bosley were on the span and were greatly frightened at 
their perilous situation. The harder the wind blew the faster 
the 410 feet of span revolved, first in one direction and then 
in the other. The men who were being given an involuntary 
and dangerous ride were powerless to help themselves or to 
stop the revolutions. 

Superintendent Field had but one man with him on shore. 
After the —_ had been swinging for three-quarters of an 
hour and Chief Estabrook had been telegraphed for, a rope 
was procured, Mr. Field shouted some directions to the men 
on the span, but the wind roared so they could not hear him. 
At length one end swung close to the approach and a rope 
was fastened to it. Field and his assistant clung to the other 
end and were nearly dragged from the platform before they 
could make a fastening. By this time assistance had arrived 
and more ropes were brought into service. After much 
labor the flying span was made fast to the shore ends and the 
men released.—Philadelphia Press. 


Electric Railroads in San Francisco. 

It is expected that in a few weeks the Pacific Coast Electric 
Construction Co. will have an experimental electric road run- 
ning from the Southern Pacific depot to the Union Iron 
Works at the Protrero, in San Francisco, For some time 
past experiments have been made in this direction, and the 
plans are now said to be complete. The road will be similar 
to the cable road, only, instead of a cable underneath the 
track, there will be a negative and positive wire. These, when 
brought together by the grip of the dummy, will complete 
the circuit and provide the motive power. When the car 
stops the wires will be released ; thus the power necessary to 
crive the car will be saved while it isat rest. The generating 
machines are also so arranged that as soon as a car stops they 
will cease to generate the amount of electricity to propel the 
car. Should the experimental line prove a success, electricity 
as a motive power will, no doubt, be adopted on many of the 
street railroad lines there. 


Electric Headlights for Locomotives. 
The experimental use of the electric headlight on the Van- 
dalia Line has been so successful that 35 of the locomotives of 
that road are to be equipped with the new light at once. 
The Cincinnati, Indianapolis, St. Louis & Chicago Co. will 
equip several of its locomotives with electric headlights in 
order to make a thorough test in practical service. 
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MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings of the stockholders of railroad companies will be 
held as follows : 

Atlantic & Pacific, annuai meeting, at the office in Boston, 
May 21. 

a Cedar Rapids & Northern, annual meeting, 
at the office in Cedar Rapids, Ia., May 26. 

Chicago, Milwaukee & St. Paul, annual meeting, at’ the 
office in Milwaukee, Wis., June 10, at noon. 

Chicago & Northwestern, annual meeting, at the office in 
Chicago, June 4. Transfer books close May 2. 

Chicago, St. Paul, Minneapolis d& Omaha, annual meet- 
ing, in Hudson, Wis., June 6. 

Jelaware & Hudson Canal Co., annual meeting, at the 

office in New York, May 12. 

Missouri, Kansas & Texas, annual meeting, at the office 
in Parsons, Kan., May 20, at noon. 

New York & Harlem, annual meeting, at the Grand Cen- 
tral Depot in New York, May 19, at noon. 

Pittsburgh, Fort Wayne & Chicago, annual meeting, at 
the office in Pittsburgh, May 20, at noon. 

St. Louis, Alton & Terre Haute, annual meeting, at the 
office in St. Louis, at 2:30 p. m. on June 1. 


Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 
Cincinnati, Sandusky & Cleveland (leased to Indiana, 
Bloomington & Western), 3 per cent., semi-annual, on pre- 
ferred stock, payable May 1. 





New York, Providence & Boston, 2 per cent., quarterly, 
payable May 10, 





North Pennsylvania (leased to Philadelphia & Reading), 2 
per cent., quarterly, payable May 25. 

Pennsylvania Railroad Co., 3 per cent., semi-annual, pay- 
able May 29, to stockholders of record on April 30. The 
November dividend was 3 per cent.; the May dividend last 
year was 4 per cent., with option of taking one-half in stock. 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and _ tech- 
nical] societies will be held as follows: 

The Western Association of Generat Passenger & Ticket 
Agents will hold its half-yearly meeting in Cleveland, O., on 
Wednesday, May 13. 

The American Association of Train Dispatchers will hold 
its annual convention in Denver, Col.,on Wednesday, June 3. 

The Master Car-Builders’ Association will hold its annual 
convention at the Hygeia Hotel, Old Point Comfort (Fortress 
Monroe), Va., beginning on Tuesday, June 9. 

The Yardmasters’ Mutual Benefit Association will hold its 
annual convention in Philadelphia, on Wednesday, June 10. 

The Master Mechanics’ Association will hold its annual 
convention in Washington, beginning on Tuesday, June 16. 

The Car Accountants’ Association will hold its annual 
convention in Minneapolis, Minn., beginning on Tuesday, 
June 23. 

The General Baggage Agents’ Association will hold its 
half-yearly meeting in St. Paul, Minn., on Wednesday, 
July 15. 

The National Association of General Passenger & 
Ticket Agents will hold its next half-yearly meeting in New 
York, at 11 a. m., on Tuesday, Sept. 15. 

The Master Car-Builders’ Club will hold regular meetings 
at its rooms, No. 113 Liberty street, New York, on the even- 
ing of the third Thursday in each month. 

The New England Railroad Club will hold its regular 
meetings at its rooms in the Boston & Albany station, in Bos- 
ton, on the evening of the fourth Wednesday in each month. 

The Western Railway Club will hold regular meetings at 
its rooms, No. 102 Adams street, Chicago, on the third 
Wednesday ineach month. 


Foreclosure Sales. 
The sale of the Lebanon Springs road has been postponed 


from May 6 to June 2, at the request of bondholders who 
wish to bid. 


American Society of Civil Engineers, 

The Annual Convention of the American Society of Civil 
Engineers is to be held at Deer Park Hotel, on the line of the 
Baltimore & Ohio Railroad, June 24-27. Members are in- 
vited to meet at Baltimore on Monday, June 22, making an 
excursion by steamer to the marine terminals of the Balti- 
more & Ohio road and leaving by special train on the follow- 
ing morning, stopping-at the Mount Clare shops, Harper’s 
Ferry and other points of interest. With the exception of 
one further excursion over the Baltimore & Ohio to points of 
special interest, the Society will remain quietly at the hotel 
for the entire convention. 


Trunk Line Presidents’ Meeting. 

The meeting of the trunk line presidents in New York ended 
April 30. The meeting was held chiefly to consider the 
questions raised by the formation of the new Central Traffic 
Association. The plan of that Association was discussed and 
approved, and it was resolved to co-operate with it as soon as 
its pools are ia working order. 

he meeting took no action as to the renewal of the trunk 
line pools, which expired April 30 under the Jast renewal, 
and made no provision for the continuance of settlements 
under either the west-bound or Chicago pools. Something 
was said about a renewal in case the Central Traffic Associa- 
sion proved successful, but no action was taken. 


National Railroad Agents’ Association. 

The National Railroad Agents’ Association was organized at 
a meeting held in Elizabethtown, Ky., March 28, when 165 
members were present or represented. A report presented 
by the Committee on Constitution and By-laws was adopted 
after some discussion, which resulted in the appointment of 
another committee to revise this constitution and report at 
the next meeting. A committee on resolutions Was also 
adopted, and arrangements made for printing and distribu- 
ticn of a large number of circulars setting forth the object of 
the Association. 

The Association at present is confined to Kentucky and 
Tennessee. It is proposed to organize an association in each 
state and to unite the different state associations under one 
national association. The next meeting is to be held in Louis- 
ville, Ky., on June 10, 


Yardmasters’ Mutual Benefit Association. 
The Yardmasters’ Mutual Benefit Association of the United 
States and Canadas will hold its eleventh annual convention 
in Philadelphia, on June 10, 1885. 

As its title indicates, the Association is a beneficial one, 
moneys being paid out to the beneficiaries on account of death 
or disability, such as the loss of a hand, a foot, or both eyes. 
An assessment amounts to but $1. he Association was 
formed Feb. 25, 1875, with 34 members, and up to 1881 its 
work and success were quite fair. About that period, dis- 
trust on the part of railroad managers, toward this and other 
similar organizations throughout the country, appeared to be 
an impediment to its advancement. Lack of sympathetic sup- 
port from officials of different roads, a feature which is very 
valuable to any institution of this character, was painfully 
observed, and as a consequence the progress of the Associa- 
tion came almost to a stand-still. 

There was of course a cause for this depression, and at a 
meeting held in Milwaukee, 1881, a resolution reading as fol- 
lows was adopted : 

‘* Any member who shall engage in a strike, or shall en- 
courage others to engage in one, shall be expelled from this 
Association, and shall be forever after debarred from becom- 
ing a@member. His name shall be sent to each division and 
placed on file. It shall be the duty of the Local Secretary to 
notify the general officers of the road by which he is em- 

Joyed ; also a list of such names shall be ~—_ by the Grand 
Secretary, whose duty it shall be to notify all Divisions.” 

From the time this measure was adopted, the Association 
received new inspiration, and the railroad companies 
throughout the United States and Canadas have given it their 
liberal assistance and re i encouragement. The Associa- 
tion has doubled its membership during the past two years, 
and the interest taken in it by its members and others is of 
such a character as to make the institution’s condition one of 
great gratification. In 1881 about 400 persons comprised its 
membership; to-day the membership exceeds 1,400. 

The Association holds its annual conventions for the pur- 
pose of electing officers for the ensuing year, discussing mat- 
ters relative to its by-laws and constitution, building up a 
closer social feeling, and the interchange of views concerning 
railroad matters. 

The officers of the association are: President, James C. 
Campbell, Pennsylvania Railroad, Derry, Pa.; First Vice- 
President, W. J. Keneuty, Illinois Central, Cairo, Ill.; Sec- 


ond Vice-President, Justin J. Catlin, Pennsylvania Railroad, 
Jersey City, N. J.; Secretary and Treasurer, Joseph Sanger, 





Indianapolis, Indiana, 

















May 8, 1885] 


THE RAILROAD GAZETTE. 


301 








ELECTIONS AND APPOINTMENTS. 





Akron & Fort Wayne.—The incorporators of this new 
company are: W. P. Noble, 8. B. Sneath, J. M. Taylor, 
Tiffin, O.; James F. Cone, Wm. Thorp, New York. 


Albemarle & Raleigh.—At the annual meeting in Raleigh, 
N. C., April 29, the following directors were chosen: Ernest 
Baltzer, Herman R. Baltzer, John K. Creevey, A. Hegewisch, 
Alfred Lichtenstein, Wm. Roessler, Henry  § Rogers, Geor, 
H. Schinzel, Edwin Schulze, Simon Sterne, B. T. Strickland, 
Charles Unger, W. G. Upchurch. 


Atchison, Topeka & Santa Fe.—At the annual meetings 
in Santa Fe, N. M., April 20, officers were elected as follows 
for the roads named, which are leased to this company : Rio 
Grande, Mexico & Pacific—W. B. Strong, President ; E. 
Wilder, Secretary and Treasurer. The same officers were 
elected by the New Mexico & Southern Pacific ; the New 
Mexican and the Silver City, Deming & Pacific. 


Boston & Lowell.—President Morey has issued the follow- 
ing circular notice : 

‘**The Boston & Lowell Railroad has this day assumed the 
operation of the St. Johnsbury & Lake Champlain Railroad, 
as the agent of the Boston, Concord & Montreal Railroad. 

‘*The authority of the general officers of the Boston & 
Lowell Railroad is extended over the St. Johnsbury & Lake 
Champlain Railroad, and A. B. Jewett is appointed Super- 
intendent, with office at St. Johnsbury, Vt.” 

Mr. G, E. Shepard is appointed Purchasing Agent for the 
Northern and White Mountains divisions, with office in Con- 
— N. H. He was forraerly Fuel Agent of the Northern 
road, 

Mr. E. F. Mann has been appointed Assistant Superin- 
tendent of the Vermont Division. 


Brunswick & Western.—Mr. A. M. Gaddis has been ap- 
pointed Vice-President of this road. _He was recently Gen- 
eral Manager of the Ogdensburg & Lake Champlain road. 


Cairo, Vincennes & Chicago.—The Receivers of this road 
have appointed Mr. Samuel P. Wheeler General Manager, 
and Mr. N. 8. Pennington General Traffic Manager, with 
headquarters at Cairo, Ill. 


Central Ohio.—In Columbus, O., April 29, this company 
elected officers as follows: President. J. H. Collins; direc- 
tors, WaJter Brooks, Wm. H. Clements, A. B. Crane, Brad- 
ford Dunham, Robert Garrett, Isaac W. Hall, Joshua G. 
Harvey, Joseph W. Jenkins, Osman Latrobe, David Lee, Or- 
land Smith; Secretary, W. H. Ijams; Treasurer, Daniel Ap- 
plegate. The road is leased to the Baltimore & Ohio. 


Chicago, Burlington & Quincy.—The directors chosen at 
the annual meeting last week (all re-elected) are: Charles 
E. Perkins, Burlington, Ia.; Wirt Dexter, Chieago ; Peter 
Geddes, J. N. A. Griswold, New York ; Edward Bangs, Sid- 
ney Bartlett, T. Jefferson Coolidge, Wm. Endicott, Jr., 
John M. Forbes, E. W. Hooper, Charles J. Paine, Boston. 


Chicago & Grand Trunk and D etroit, Grand Haven & 
Milwaukee.—The following order from General Manager W. 
J. Spicer is dated Detroit, May 4: 

**Mr,. A. B. Atwater has been appointed Superintendent of 
the Chicago & Grand Trunk Railway—with headquarters for 
the present at Battle Creek—in place of Mr. W. H. Pettibone, 
retired. Mr. Atwater will also assume the position of Super- 
intendent of the Detroit, Grand Haven & Milwaukee Rail- 
way; also of the Michigan Air Line and the Detroit and Port 
Huron districts of the Grand Trunk Railway. 

‘*Mr. W. J. Morgan will be Local Superintendent of the 
Detroit, Grand Haven & Milwaukee, the Michigan Air Line, 
and the Detroit and Port Huron districts of the Grand Trunk 
Railway, with offices at Detroit. Mr. W. E. Waugh will act 
as Assistant Superintendent of the Chicago & Grand Trunk 
Railway, with office at Battle Creek. 

‘Mr. George Masson has been appointed Engineer of the 
several lines above mentioned, with office at Detroit. These 
changes to take effect May 5.” 


Cumberland.—Col. E. W. Cole. of Nashville, Tenn., is 
President of this new company. 


Dover & Barrington.—In Dover, N. H., May 4, this com- 
pany elected Z. S. Wallingford President ; W. Anderton, W. 
S. Bradley, Joshua Converse, Henry Law, J. H. Leavey, A. 
- Whittemore, directors: J. G. Hall, Clerk: Henry Law, 

reasurer. 


Indiana, Bloomington d& Western.—Mr. I. H. Burgoon 
has been appointed General Agent, with office in Indian- 
apolis, Ind. He was connected with the old Lake Erie 
& Louisville and other Ohio roads, and for some time past 
ye been Manager of the Cleveland, Delphos & St. 
4ouis road. 


Kansas Western.—The following directors for this new 
road were chosen at a meeting held at Hiawatha, Kan., May 
2: Jay Gould, New York; R. 8. Hayes, D. S. H. Smith, H. 
M. Hoxie, St. Louis; K. P. Waggener, W. W. Fagan, A. S. 
Everest, Frank Everest, John Schilling, Wm. Bissell, of 
Kansas. R.S. Hayes was elected Fredicet, H. M. Hoxie 
Vice-President, D. S. H. Smith Treasurer, Frank Everest 
Secretary. 

Lake Shore & Michigan Southern.—At the annual meet- 
ing in Cleveland, May 6, William K. Vanderbilt, Samuel F. 
Barger, Jephtha H. Wade and C. M. Reed were elected di- 
rectors, leaving the board the same as last year. 

Mr. J. T. R. McKay, for several years Assistant General 
Freight Agent, is appointed General Freight Agent in place 
of Mr. George H. Vaillant, who goes to the Erie. 


Little Rock & Fort Smith.—At the annual meeting in 
Little Rock, Ark., April 30, the old directors were re-elected. 
Mr. J. H. Converse, of Boston, was re-elected President. 


Louisville, New Albany & Chicago.—Mr. W. R. Wood- 
ard has been appointed General Superintendent of this road 
in place of T. L. Dunn, with office at Chicago. 


Meriden & Cromwell.—The offices of this road are at 
Meriden, Conn. ; the officers are : Horace Wilcox, President ; 
Frederick De Peyster, Superintendent ; Wm. Pond, General 
Freight and Passenger Agent. 


Michigan Central.—Mr. C. E. Smart has been appointed 
General Master Mechanic of this road, in place of Mr. 8. H 
Edgerly, resigned. 


National Railroad Agents’ Association.—At the first 
regular meeting of this association at Elizabethtown, Ky.., 
March 28, the following officers were elected: Mr. J. C. 
Downing, of Central City, Ky., President; J. T. Kean and 
William Jackson, of Kentucky, and Chas. Marshall, of Lou- 
isiana, Vice-Presidents; John E. Yost, of Greenville, Ky., 
Secretary. The following Executive Committee was chosen: 
C, G. Wintersmith, W. K. Jamison, Brent Arnold, C. B. 
Lackes and J. H. Vertees. 


New York Central & Hudson River.—The following from 


Third Vice-President H. J. Hayden announces officially a 
change referred to last week: 


‘Mr, C. B, Meeker having resigned his position as General 





Passenger fame, Mr. Daniel M. Kendrick is hereby appoint- 
ed to that office, to take effect May 1, 1885. 

‘*Mr. Meeker has served this com with great ability 
and faithfulness for many years, his reasons for tender- 
ing his resignation are recognized with nruch regret.” 


jew York, Chicago & St. Louis.—At the annual meeting 
in Cleveland, May 6, J. H. Devereux and James Tillinghast 
were elected to succeed themselves. Henry Hammersly and 
James P. Curry were elected to succeed W. C. Whitney, 
Secretary of the Navy, and Judge Burke, whose resignation 
as members of the was announced several days ago. 
Allyn Cox, of New York, is a new member of the board of 
directors, having been aaa f elected to fill the vacancy 
caused by the death of General Anson Stager. 


New York, West Shore & Buffalo.—The office of General 
Western Freight Agent is abolished. Mr. T. U. Bond is a 
pointed Western Freight Agent, in charge of rail and lake 
traffic at Chicago and Milwaukee. 


Mt. Kearsarge.—Mr. William Wheeler, 


North Cone 
., has been chosen Chief Engineer of this 


of Concord, N. 
road. 


Ogdensburg & Lake Champlain.—The board has elected 
Mr. J. W. Hobart President in place of Lansing Millis, 
deceased. Mr. Henry L. Millis was chosen a director to fill 
the vacancy in the board. Mr. Hobart is General Manager 
of the Central Vermont lines. 


Ohio Southern.—At the annual meeting, April 20, the old 
directors were re-elected, and elected Alfred Sully, President; 
H. Graves, Vice-President and Treasurer; C. E. Henderson, 
General Manager. 

Mr. W. W. Lynn has been appointed Cashier of this com- 
pany, in place of G. L. Dickenson, resigned. 


Oregon Short Line.—At a meeting of the stockholders of 
this compahy at Omaha, Neb., eA 4, the following directors 
were chosen: Sidney Dillon, New York; Elisha Atkins, 
Frederick L. Ames, F. Gordon Dexter, Boston; 8. R. Calla- 
way, Omaha. The only change is the succession of Mr. Cal- 
laway to the place of 8. H. H. Clark. The road is controlled 
by the Union Pacific. 


Philadelphia & Reading.—Mr. W. J. True bas been ap- 
ee ne Freight Superintendent of the New Jersey Southern 

ivision, to fill the vacancy caused by the death of the late 
Major W. J. Parmentier. _The new Superintendent has 
established his office at Long Branch. 


Pullman's Palace Car Co.—Mr. George F. Brown, hereto- 
fore General Superintendent, has been appointed General 
Manager of the company, with his office at Chicago. He will 
have supervision of the operating department. With a view 
to facilitating the business of the operating department there 
have been created the positions of Eastern General Superin- 
tendent and Western General Superintendent. The territory 
of the former will embrace the Eastern, Erie, Central and 
Southern divisions. The territory of the latter will embrace 
the Chicago, St. Louis and Pacific divisions. The General 
Superintendents will have the supervision and direction of 
the business of the operating department in their respective 
jurisdictions. E. H. Goodman, heretofore Superintendent of 
the Central Division, has been appointed Eastern General 
Superintendent, with his office in the Miils Building, New 
York. T. H. Wicker, heretofore Superintendent of the St. 
Louis Division, has been appointed Western General Superin- 
tendent, with his office in the Pullman Building, Chicago. 
Robert Barry, for many years connected with the General 
Superintendent’s Office, Chicago. assumes the position of 
Superintendent of the Central Division, with headquarters at 
Philadelphia. 


Rome & Carrollton.—Directors were elected as follows at 
a meeting of the stockholders in Rome, Ga., April 21: John 
H. Reynolds, T. F. Howell, J. W. Rounsaville, Samuel Mor- 

an, E. T. McGhee, Rome; J. Hull Browning, J. D. 

Jilliamson, New York. The board elected J. D. Williamson 
President and General Manager; J. W. Rounsaville, Sec- 
retary ;: J. H. Reynolds, Treasurer. “ 


Rome & Chattanooga.—At a meeting of the stockholders 
in Rome, Ga., April 21, the following directors were elected: 
J. F. Crosby, Houston, Tex.: Joseph Kinsey, Cincinnati; E. 
F. Browning, J. D. Williamson, New York; Jas. M. Lee, 
Walker County, Ala.; D. F. Allgood, Trion, Ala.; C. C. 
Cleghorn, Summerville, Ala.; Joel Branham, T. F. Howell, 
Rome. The directors elected J. D. Williamson President 
and General Manager ; D. F. Allgood, Vice-President; T. F. 
Howell, Secretary : J. H. Reynolds, Treasurer. 


Seaboard & Roanoke.—At the annual meeting of this com- 
pany held at Portsmouth, Va., May 5, Mr. John M. Robin- 
son was re-elected President, with the following directors : 

. A. Barnes, Richard Dickson, R. C. Hoffman, Louis 
McLane, Enoch Pratt. Moncure Robinson, Jr. 


Sinnemahoning Valley.—Mr. L. Taggart, of Emporium, 
Pa., is President of thisnewcompany. Mr. Robert F. Ewing, 
of Keating Summit, Pa., is Chief Engineer. 


Vicksburg & Meridian.—At the annual meeting of the 
stockholders of this company in New York, May 4, the fol- 
lowing officers were p se A President, Frank S. Bond ; 
Vice-President, Charles Schiff; Secretary and Treasurer, D. 
Graff; Managers, Isaac P. Martin, Otto Plock, Edward R. 
Bacon, Rush C. Hawkins, Alfred Slidell. 


Wheeling, Pittsburgh & Baltimore.—This company, which 
is controlled by the Baltimore & Ohio, has elected J. B. 
Washington President: H. S. Burgesser, 8S. C. King, John 
McCleave, W. W. Smith, S. Spencer. Wm. Workman. 
directors. 


Wilmington & Northern.—At the annual meeting held at 
Reading, Pa., May 4, the following officers were elected: 
President, Col. H. A. Dupont; Directors, te} D. Brooke, 
Dr. Charles Huston, A. L. Foster, Richard E. Ely, John 8. 
Gerhard and William Dupont; Secretary and’ Treasurer, 
P. 8. Ermold. 


Worcester, Nashua d& Rochester.—The dispatch from 
Worcester, Mass., published last week, was correct in stating 
that President Turner has been relieved from his duties as 
General Manager, but it was not correct in stating that Mr. 
P. E. Hall had been chosen to that office. The new General 
Manager is Mr. Charles Howard, who was at one time on the 
New York & New England, afterwards General Superin- 
tendent of the Cincinnati, Sandusky & Cleveland, and more 
recently General Manager and then Receiver of the Dan- 
ville, Olney & Ohio River road. 

Mr. A. R. Barret has been appointed Master Mechanic and 
Master Car-Builder of this , in place of John G. Brady, 
resigned. Mr. Barret was formerly on the Atlantic & Pacific 
road, ‘ 








PERSONAL. 


—Major W. 8S. Green has resigned his position as Chief 
Engine of the Virginia & Carolina Railroad, to take effect 
y 15. 





—Mr. John G. Brady has resigned his ition as Master 
Mechanic and Master Car-Builder of the Worcester, Nashua 
& Rochester road. His address is at Worcester, Mass., for 
the present 


—Mr.John Rawlins, of Birmingham, England, is now takin; 
a tour in this country. Mr. Rawlins is General Manager 0: 
the Metropolitan Railway Carriage Co., the largest car- uild- 
ing establishment in England. 


—Mr. E. Glencross, the editor of an English contemporary, 
the Railway and Tramway Express, is at present taking an 
extended tour in this country. Mr. Glencross has been for 
ay years identified with the English Railway Clearing 

ouse. 


—Mr. A. 8. Patton has completed his 30th year as conduc- 
tor on the Illinois Central, and being 70, has resigned, and is 
going home to Massachusetts. He has never had an accident, 
and never been reprimanded, and the company has presented 
him with a valuable gokd watch and chain. 


—Mr. T. W. Worsdell, who was for several years on the 
Pennsylvania, at Altoona, has lately resigned the post of 
Locomotive Superintendent of the Great tern ilway 
(England), to accept a similar position on the Northeastern 
Railway. We understand that his salary will be over 
$10,000 per annum. 


—Mr. Angus Sinclair, who has lately written a very sound 
and practical work on ‘* Locomotive Running,” has severed 
his connection with the American Machinist. and joined the 
editorial staff of the National Car-Builder. We wish Mr. 
Sinclair much success in his new field of activity, and shall 
look forward with interest to his — practical, and 
humorous productions in the columns of our contemporary. 


—Mr. John Striker, who died in Rome, N. Y., April 30, 
was born in Orange, N. J., in 1808. While still a boy his 
family moved into Central New York, and he has ever since 
lived there. He studied law and was admitted to the bar in 
1829, and in the same year settled in Rome, where he has 
long been prominent as a lawyer. Mr. Striker was chosen to 
the New York Assembly in 1835, and while a member was 
instrumental in securing the charter for the old Utica & Syr- 
acuse road, now part of the New York Central. He was 
afterwards a director and attorney of the company, and was 
subsequently attorney for several other companies, including 
the Michigap Southern, the New York Central and the Rome, 
Watertown & Ogdensburg. For nearly 15 years past he has 
been retired from active business, 


—It is reported that Mr. James McC. Creighton has been 
offered the position of First Vice-President of. the Schuylkill 
River East Side Railroad and also General Manager of the 
Philadelphia Branch of the Baltimore & Ohio Railroad. Mr. 
Creighton, who is now in his 55th year, is well-known to the 
railroad and business community, having been connected 
with the Pennsylvania Railroad for over 20 years. He 
entered the service of that company in a minor capacity and 
served in various subordinate positions until January, 1865, 
when he was appointed General Agent at Pittsburgh. In 
1874 he was made Superintendent of the West Penn Division, 
which office he filled until 1879, when he became Manager of 
the Empire Line fast freight service of the Pennsylvania 
Railroad. On March 1, 1880, he was again advanced to the 
position of General Freight Agent of the Pennsylvania Rail- 
road and branches, which office he occupied until September, 
1882, when he resigned on account of ill health. 


—Mr. C. B. Meeker, who has a resigned the position of 
General Passenger Agent of the New York Central & Hud- 
son River road, was born in Ballston, N. Y., in 1836, and 
when 18 years of age entered the employ of the New York 
Central as a clerk in the Schenectady shops. He served there 
for 9 years, and in 1863 was transferred to the passenger de- 

rtment, and appointed Ticket Accountant. Two years 
ater he was made Assistant General Passenger Agent, and 
in 1876 succeeded Mr. C. H Kendrick as General Passenger 
Agent. Mr. Meeker retires on account of ill health. is 
bodily strength has been failing for some time, and a long 
course of treatment has failed to restore it, although his mind 
continues perfectly clear and active. In giving notice of Mr. 
Meeker’s retirement Vice-President Hayden says: ** Mr. 
Meeker has served this company with great ability and faith- 
fulness for many years, and his reasons for tendering his 
resignation are recognized with much regret.” 


—Mr. Cornelius K. Garrison, commonly known as ‘** Com- 
modore” Garrison, died at his residence in New York, May 1. 
Although he hasbeen in poor health since he suffered a stroke 
of paralysis several years ago, his death was sudden and un- 
expected. Commodore Garrison was born at Fort Montgom- 
ery, N. Y., in 1809. His father died when he was still young, 
and he found employment on the Hudson River boats for 
several years, afterwards spending some time in an archi- 
tect’s office in New York and subsequently in the boat build- 
ing business in Canada. From Canada he went to St. Louis 
and became purser and afterwards captain of a steamboat on 
the Mississippi. When gold was first discovered in California 
he went to Panama, taking an interest in the isthmus transit, 
and afterward establishing a banking house in Panama. 
Here he was very successful, and had already made 
arrangements to enter into the steamship business when he 
was offered the position of agent in San Francisco of the 
Nicaraguan steamship line at an enormous salary. In San 
Francisco he was very successful, and speedily became very 
popular. He was chosen Mayor of the new city in less than a 
year after his arrival there, and made a very efficient officer. 

e took much interest in local enterprises and was the first cash 
subscriber for the exploration of a route for a Pacific rail- 
road, and was also one of the promoters of the first transcon- 
tinental telegraph line. In 1859 he returned to New York, 
where he was largely interested in the steamship business, 
being for several years joint owner with Commodore Vander- 
bilt of the California line, and also owner of lines to New 
Orleans and Savannah. His first considerable investment in 
railroad property was in the Pacific Railroad of Missouri of 
whose bonds he was a Jarge owner. In 1876 he foreclosed 
the third mortgage on that road, nearly all of the bonds being 
in his hands, and bought in the road and organized the Mis- 
souri Pacific Co., which he subsequently sold out to Jay 
Gould. This foreclosure gave rise to the interminable Marié- 
Garrison suits, which have only just been closed by a com- 
promise. He did not limit his investments to railroads, but 
became largely interested in gas companies in differ- 
ent cities. When the question of rapid transit in New York 
began to be actively agitated, Commodore Ciarrison, fore- 
seeing the success of the elevated railroads, invested a large 
amount in their construction. His son was President of the 
New York Loan & Improvement Co., which built the Sixth 
avenue line for the Metropolitan Elevated Co., and took an 
active part in the subsequent consolidation of the elevated 
lines. The Commodore's latest investments were not fortu- 
nate. Hespent a large amount in the construction of the 
Wheeling & Lake Erie road and the purchase of the Cleve- 
land & Marietta, both lines proving very unprofitable. For 
a short time he was president of the Wabash Co., but. soon 
gave up that road and sold out all his stock. His unprofitable 
investments, the death of his son in a railroad accident, and 
his own ill health combined to throw his affairs into con- 
fusion, and about a year ago he was compelled to place his 
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estate in the hands of an assignee. It is understood, however, 
that he had a great deal of valuable property left, and tbat 
the assignee had nearly completed the work of bringing the 
estate into good order. 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings of railroad lines for various periods are reported a 
follows : 
Four months ending April 30: 
18k5 





; 1884. Ine. or Dee. P.c. 

Chi. & East. T1l.. $497,988 $452,487 I. $45,501 10.1 

Chi., Mil. & St.P. 6,874,600 6,521,517 I. 353,083 5.4 

Chi. & Nor’west. 6,767,383 6,595,458 I. 171,925 2.6 

Cin., Ind., St. L. & 

EON 798,055 691.975 I. 106,080 154 
Det., Lan. & No. 363.285 436,407 D. 82,122 19.1 
Ilinois Central... 3,540,708 3,282,013 1. 258,695 7.9 

Towa lines ..... 470.366 536,726 D. 60,360 11.2 
Long Island..... 666.909 627.265 I. ,644 6.7 
Mil & Northern... 180,535 162,218 I. 18,317) 11.3 
Northern Pac.... 2,688.2 3,256.673 D. 68,410 17.3 
Ohio Central.... 309,971 331,057 D. 21,086 6.4 
Roch. & Pitts ... 341,337 302,772 I. 38,565 12.7 
Rome, Wat. & Og. 483.646 456,856 I. 26,790 5.8 

Net earnings... 119,504 104,874 I. 14,630 13.9 
St. L. & San F.. 1,356,416 1,423,447 D. 67,031 4.7 

Three months ending March 31 : 

Atch.,T. & S. F.. $3,526,580 $3,743,424 D. $216,844 58 
Net earnings... 485,907 1.913.123 D. 427.216 22.5 

Boston & Albany. 1,673.748 1,751,692 D. 77,944 4.4 
Net earnings... 516,985 571,704 D. 54,719 9.6 

Chi.. Bur. & Q... 6.233.508 5,725,262 I. 508,246 8.9 
Net earnings... 2,618,388 2,678.397 D. 60,009 2.2 

Connotton Val... 66,673 64,8 [. 1,873 2.9 
Net earnings... 10.015 343 «TC. 9,672 a 

Louis & Nash... 3,535,573 3,242,486 I. 293,087 9.1 
Net earnings... 1,433,170 1,026,92L I. 411,249 40.1 

N.Y.,L.E.& W. 4,254,589 4,559,146 D. 304,557 6.6 
Net earnings... 770,602 536,622 I. 233,980 4.4 

Northern Pacific. 1,815,158 2,113,144 D. 297.986 14.1 
Net earnings... * 518,155 745.307 D. 227,152 30.5 

Union Pacific... 5,214,415 5,037,945 I. 176.470 35 
Net earnings... 1,588,224 1,113,595 I. 474,623 42.6 
Two months ending Feb. 28: 

Texas & Pacific.. 736,410 $935.835 D. $199,424 21.3 
Net earnings... 25,599 "52,922 I. 78,521 ae 
Month of March: 

Ateh., T. & S. F.. $1,346,135 $1,404,056 D. $57,921 4.1 
Net earnings... 629,475 726.762 D. 97,287 134 

Chi., Bur. & Q....  2,639,1 2.106.028 I. 533,081 25.4 
Net earnings... 1,381,940 1,084,717 I. 297,223 27.5 

Connotton Val... 24,400 21,987 I. 2,413 11.0 
Net earnings... 4.95 2118 L 2.787 132.5 

Lonisv. & Nash¥. = 1,281,516 1,187,738 I. 93,778 8.0 
Net earnings... 576,332 421,175 L. 155.157 36.9 

N. Y., L.E. & W. 568 522 1,495.541 I. 72,981 4.9 
Net earnings... 364,137 212.628 IL 151,508 71.1 

Northern Pacific. 91,612 978,956 D. 287,344 29.3 
Net earnings... 237.13) 489.846 D. 252,708 51.6 

Union Pacifie.... 1,975,517 1,965,498 I, 10,019 0.5 
Net earnings... 720, 689,806 I. 31,143 4.8 
Month of April: 

Chi. & East. Ill.. $118,565 $108,548 IL. $10,017 9.2 

Chi, Mil. & Si. P. 1,228.600 1,948,623 D. 20,033 1.0 

Chi. & Nor’west. 1,835,800 1,822,100 I, 15,700 0.7 

Cin., Ind., St. L. 
2g: ” eR 197,627 197,821 D. 194 0.1 

Det., Lan. & No. 115,869 138,226 D. 22,357 11.8 

Illinois Centra}... 822,951 797,133 1. 25.818 3.2 
Iowa lines...... 120,746 131,412 D. 10,666 8.0 

Long Island...... 201,714 186.597 I. 17,117 8.1 

Mil. & Northern. 50,47 45.336 I. 5.1384 11.4 

Northern Pacific. 873,105 1,441,515 D. 568.410 39.4 

Ohio Ceatral.... 66,878 86,236 D. 19,358 22.5 

Roch. & Pitts.... 90,679 81.161 IL. 9.518 1).7 

Rome, W. & Og. 151,476 132,957 I. 18,519 14.0 
Net earnings... 60,95 38,853 I. 22,105 57.5 

St. L. & SanF... 357,100 363,400 D. 6,300 1 





= Deficit. 

Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. The same remark 
applies to early statements of monthly earnings. 

Coal. 


Coal tonnages for the week ending April 25 are reported as 
follows: 


1885. 1884. Inc. or Dec. P.c. 
AnthPOCO o5666504660005 545,929 821,923 D. 275,994 33 6 
Eastern bituminous..... 170,57 169.735 is 835 0.5 
Saas ds itweaeetecas 50,425 58,879 D. 8454 14.4 


The anthracite companies are curtailing production in 
order to keep down to their allotments, nearly all of them 
having shipped over their quantity. 

The bituminous tonnage is large, Cumberland especially 
reporting heavy shipments. The Western Pennsylvania out- 
put has een reduced by stoppages resulting from strikes of 
the miners. i 

The coal tonnage of the Pennsylvania Railroad for the 
week ending April 25 was: 





; Coal. Coke. Total. 1884. 
Line of road . ........ 127,967 49,589 177.556 171,229 
From other lines....... 91,76 836 92,604 71,780 

i ise 219,735 50.425 270,160 243,009 
Year to April 25...... . 3,280,214 782,498 4,062,712 4,066,458 


Increase for the week, 27,151 tons, or 11.2 per cent., de- 
crease for the year, 3,746 tons, or 0.1 per cent. 

Mr. T. B. Bancroft, Chief Inspector of Mines for the state 
of Ohio, reports that in 1884 coal was mined in that state 
from 5 a in which 20,101 persons were employed. The 
total production for the year was 7,650,062 tons, of which 
6,638,913 tons were lump coal and 1,011,149 nut and small 
coal. Five counties produced over 500,000 tons each : Perry, 
1,379,100; Jackson, 831,720; Belmont, 643,129; Athens, 
627,944; Stark, 513,225 tons. 

The anthracite tonnage of the Shamokin Division, Northern 
Central, for the four months to May 2 was this year, 296,- 
pe last year, 315,812; decrease, 19,364 tons, or 6.1 per 
cent. 

The anthracite tonnage of the Belvidere Division, Pennsyl- 
vania Railroad, for the four months to May 2 was: 





1885. 1884 Inc. or Dee. P c 

Coal Port for shipment........ 9,527 12,753 D. 3,226 24.8 
S. Amboy * eg wees « 160,529 204,599 D. 44,070 21.5 
Local points on N. J. divs... . 299,957 274,027 I. 25,930 9.5 
Jo.’8 use ~ . sheene 75.438 63,891 I. 11,547 18.0 
Wc asnc. 2acccakdewe 545,451 555,270 D. 9,819 18 


Of the total this year 439,008 tons were Lehigh and 106,- 
443 tons Wyoming coal. 
The Southwest —— Improvement Co. for the three 
months ending March 31 mined at Pocahontas, Va., 116,691 
tons of coal. The shipments from the Flat Top mines up to 
ps 1 were 32,341 tons. These mines were only opened 

is year. 

Actual tonnage passing over the Huntingdon & Broad Top 
road for the four months to May 2 was: 


1885. 1884. Decrease. P. c. 

Broad Top coal.............. 58,665 65,869 7,204 109 
Cumberland coal ... ....... 110,856 134,918 24,062 17.8 
Ne -..169,521 200,787 31,266 «15.6 


The Broad Top coal is mined on the line; the Cumberland 
carried through for the Pennsylvania Railroad, 





Cumberland shipments for the four months to May 2 are 
reported by the Cumberland Civilian as follows : 





1885. 1884. Inc. or Dec. P.c. 

Balt. & Ohio........ ae 658,974 588,783 I, 70,191 11.9 
Pennsylvania R.R.... .. 101,689 124,199 D. 22,510 18.1 
Ches. & Ohio Canal... .. 47,035 49,430 D. 2,395 4.9 
| eg 762,412 I. 45,286 5.8 


Local deliveries are included in Baltimore & Ohio tonnage. 
Shipments from mines were: Cumberland & Pennsylvania, 
529,448 ; George’s Creek & Cumberland, 125,863; West 
Virginia Central & Pittsburgh, 155,718. 

The coal tonnage of the Pennsylvania Railroad Division, 
Pennsylvania Railroad, for the four months to May 2 was : 





1885. 1884. Ine. or Dec. P.c. 

| « eee. 3471,403 3,312,079 I. 159,324 48 
Coke ..... 834,740 1,017,112 D, 182,372 17.9 
ee 4,306,143 4,829,191 D. 23,048 0.5 


This includes all tonnage over the road, whether mined on 
the line or received from other roads. 
Cotton. ° 
Cotton movement for the eight months of the crop year from 
Sept. 1 to May 1 is reported by the Commercial and Finan- 
cial Chronicle as follows, in bales : 


Interior markets; 1884-85. 1883-84. Inc. or Dec. P.c. 
Receipts ee 0003,0608,.430 2,795,194 D, 231,764 8.3 
Shipments...........2,492.317 2,761,561 D. 269,244 9.0 
Stock, May 1. ics. | =e 82,809 & 5,519 6.6 

Seaports : 

Receipts. .. ........4,658,686 4,713,319 D. 54,633 1.2 
Exports..............d,001.631 3,516,425 I. 35,196 1.0 
Stock, May 1... .... 536,709 549,894 &. 6,815 1.2 


A large part of the receipts and shipments from interior 
markets appearsa second time in the receipts at the sea- 

orts. 
. The Chronicle says: ‘‘In the table below we give the re- 
ceipts from plantations, and add to them the net overland 
movement to April 1, and also the takings by Southern spin- 
ners to the same date, so as to give substantially the amount 
of cotton now in sight : 




















1884-85. 1883-84. 1882-83. 1881-82. 
Receipts at the ports 
gf Rees 4,658,686 4,713,319 5,660,670 4,466,165 
Interior stocks on May 
linexcess ofSept.1. 71,113 38,653 147,898 97,902 
Total receipts from ied 
_ plantations.. .....4,729,799 4,746,972 5,808,568 4,564,067 
Net overlandtoAprill. 556,182 526,328 572,324 394,473 
Southern consumption 
to April 1............ 217,000 236,000 240,000 190,000 
Total in sight May 1.5,502,981 5,509,300 6,620,892 5,148,540 
Northern spinners’ tak- nt 
inzs to May 1........1,200,382 1,373,429 1,534218 1,375,102 


‘* It will be seen by the above that the decrease in amount 
in sight May 1, as compared with last year, is 6,319 bales, 
the decrease from 1882-3 is 1,117,911 bales, and the increase 
over 1881-2 is 354,441 bales.” 

Transfers of Freight at New York. 
The lines carrying through west-bound freight from New 
York have now agreed to the request of the Merchants’ 
Committee, and have promised that hereafter they will 
not consent to transfers of freight from one line to an- 


other in order to make up shortages, and that all 
freight shall be forwarded over the lines indicated by 


the shipper. In the present condition of the pool this 
agreement is not of much consequence, but it may be of 
importance hereafter. 
Blue Line. 

It is announced that the Canada Southern Line is to be con- 
solidated with the Blue Line, and that all the business of the 
two lines will hereafter be in charge-of a single manager, the 
office being removed from Rochester to Detroit. A further 
consolidation of fast freight lines is also in contemplation. 


Watermelons. 
A meeting was held in Atlanta, April 29, for the purpose of 
arranging the rates on watermelons for the coming season. 
All the roads running into Southern Georgia were repre- 
sented and an agreement was reached as to the conduct of 
the business. It was stated that, the season being very late 
this year, it was not expected that any large shipments will 
be made before June 20. The roads interested will furnish 
900 cars especially prepared for this business, and a schedule 
will be made up for the running of fast through watermelon 
trains from Atlanta to Cincinnati and other western points. 
Boston Traffic Notes. 

During April last there were hauled east through the Hoosac 
Tunnel 6,943 loaded and 157 — cars, against 6,715 
loaded and 222 empty cars in April, 1884, showing an in- 
crease of 228 loaded cars and a decrease of 65 empty cars. 


one 








RAILROAD LAW. 
New Jersey Railroad Leases. 

A bill which recently passed the New Jersey Legislature pro 
hibiting railroad companies of the state from leasing or dispos- 
ing of their roads or franchises without special consent of the 
Legislature, has been signed by the Governor and has become 
a law. 

Rates on Inter-state Traffic. 


Complaint having been made to the Railroad Commission 
of Alabama of an alleged discrimination in rates from New 
York tocertain pointsin the state, the Commission decides 
that it can take no notice of any complaintin relation to rates 
on freight coming from points without the state. Such busi- 
ness is inter-state commerce and is entirely under the control 
of Congress. 





Signals at Grade Crossings—Maine Law. 

A law recently passed by the Maine Legislature is as fol- 
lows : 

‘* When railroads cross each other at grade, the parties 
operating the railroad last located there shall build and main- 
tain a suitable signal station at such crossing, at which a 
competent signal official shall be kept at the joint a of 
the parties operating the railroads. The signal shall not be 
set for a train to cross until the engine of such train shall 
have arrived within 500 ft. of the intersection and stopped ; 
and no train or engine shall cross the track of the other road 
until the proper signal for it to cross shall have been set in 
— by the signal officer. Only one train or engine shall 

2» allowed to cross under one setting of the signal unless 
coming from opposite directions on the same railroad. When 
the signal has been set for the trains on one of the railroads, 
it shal] not be changed until those trains shall have passed 
entirely over the crossing. When trains on both selronie 
approach the crossing at about the same time, preference 
shall be given to passenger trains, and the signal shall be set 
for the trains on each road in alternate order.” 


The Tennessee Bond Cases. 


The United States Supreme Court in Washington, May 4, 
gave its decision in the case of Stevens and others, ag 





the Memphis & Charleston and other companies. These suits, 
which were ali tried together on appeal from the Circuit 
Court, were brought by holders of unpaid bonds of the state 
of Tennessee issued to various railroad companies under the 
law of 1852 to aid in the construction of their lines. The 
state repudiated the bonds, and the holders brought suit to 
enforce a lien upon the property of the companies respectively, 
on the ground that the original act vested a lien on the roads 
in the state and that the lease reverted to the bondholders. 
The Supreme Court in its opinion says that the question 
at the foundation of these suits is whether the statutory lien 
with which the state was invested upon the issue of its bonds 
to the companies bound the property of those companies for 
payment of the bonds and interest to the individual holders 
or only tothe state, whatever liability there may be raised is 
calteder on the statute. The point to be determined being 
whether the state when oling its own bonds and taking 
security for their payment intended to protect those who 
might become the holders of the bonds, or only to indemnify 
itself against loss by reason of the loan of its credit. The 
presumption is that in such a transaction the purpose of the 
state would be to protect itself only and not to secure its own 
pledge of faith to the bondholders. In examining the statute 
the Court says : 

‘* That it was the purpose of the statute to secure the per- 
formance of the obligation on the part of the company to pay 
the bonds of the state is shown by the fact that from the mo- 
ment of the delivery of the first bond to the company, and 
before the bond could be negotiated by a sale or transfer to a 
third person, a lien was vested in the state by the very act of 
delivery, upon all the property of the company then acquired 
or thereafter to be acquired, superior to any other lien or 
incumbrance which could be created by the company after- 
ward. The evident purpose of the whole provision 
was to vest in the state a lien to secure the obligation which 
the company assumed in consideration of the state bonds 
issued to it in aid of works of internal improvement to be con- 
structed for the benefit of the public. If that obligation was 
to pay the bonds to the several persons who might become 
the holders thereof, then the security would run with the bond ; 
but if the obligation was to pay the state for the bonds, the 
security would inure only to the benefit of the state and be 
subject to the control of the state without regard to the bond- 
holder. * * * At that time no one but the state could be 
interested in the security, and at that time clearly the lien 
operated only as security for the payment of the loan of the 
bonds. This could be made by a return of the bonds them- 
selves or in any other way provided in the statute. A return 
of the bonds of the state would not technically pay the bonds, 
but it would pay the loan and thus eancel the obligation of 
the company to the state and discharge the lien.” Coming 
to the inquiry whether provision was made in the statute for 
payment by the company in some other way than by taking 
up the bonds from the several holders thereof, the Court finds 
that under the statute payment by a company into the Bank 
of Tennessee of a sufficient amount of meney to enable the 
state to meet its accruing interest was, and was intended by 
the Legislature to be, not only a payment of the in- 


terest on the bonds by the company, but the pay- 
ment and the only payment of interest the lien cre- 
ated by the statute was intended to secure; and as 


to the payment of the principal, that this was provided for in 
three ways: By the establishment of a sinking fund ; by 
foreclosure if the company failed to pay the bonds at matur- 
ity, and by foreclosure and proceedings against guilty stock- 
holders before maturity if an issue of bonds was obtained by 
fraud or contrary tothe provision of the act. It finds that 
under the sinking fund provision the company was required 
to make,a payment to the state, and for this payment the 
state was to give a credit on the bonds. It holds that: 
‘* This clearly implies that the loan of the bonds was to cre- 
ate a debt on the bonds by the company to thestate, and that 
this debt was to be discharged pro tanto on the payment an- 
nually into the state treasury of the amount required by the 
sinking fund section.” With respect to the question whether 
there exists any other liability of the company on the bonds 
than the one to the state, the Court says that if such other 
liability exists at all, it must be by virtue of some other 
provision of the statute than the one referred to, and 
says that there is but one debt, and that whatever pays that 
debt cancels all the obligations of the company upon the 
bonds, and that whenever it appears that payment of the 
bonds must be made to one, the idea of a debt on the bonds 
to another is excluded. _It finds that a payment to the state 
is absolutely and expressly required. It finds, also, that un- 
der the statutes of 1852 and 1856 payments into the sinking 
fund were to be treated as a release pro tanto of all the lia- 
bility of the company on or on account of the bonds, and that 
the act of 1860 shows beyond all question that such was the 
legislative understanding at the time of the operation of this 
provision of the original act. |The Court holds that there is 
nothing in the provision for a foreclosure in case of the fail 

ure of the company to pay at maturity the bonds issued to it 
to show that the author of the statute had the security of the 
bondholder in his mind when drafting this section, and that the 
provision for proceedings for foreclosure before the maturity 
of the bonds in case of issue of bonds obtained by fraud, is 
manifestly for the benefit of the state alone. The Court finds 
that in section 12 of the act of 1852, which reserves to the 
state the right to enact all such laws as may be deemed 
necessary to protect the interests of the state and to secure 
the state against the loss in consequence of the issuance of 
bonds under the provisions of this act, but in such manner as 
not to impair the vested rights of the stockholders of the com- 
yanies, nothing is said about the vested rights of the bond- 
holders, and this, it says, ‘‘ raises a strong presumption that 
it was never intended to vest in them any right which would 
interfere in the remotest degree with the free exercise 
of all the power of the state to deal with the borrow- 
ing companies in reference to the bonds and the secur- 
ity created therefor, just as might, under any circum- 
stances that should arise, be deemed most for the interest of 
the state and the companies, they being the only parties to 
the contract of the companies that were to be at all interested 
in what was to be done.” The Court adds, in conclusion: 
‘** As has been seen, the bonds to be issued were on their face 
to bind only the state. At that time repudiation of state 
faith was not thought of. No purchaser of state bonds ever 
asked whether anything else than the faith of a state was 
pledged for their payment promptly at maturity. Repudia 
tion was looked upon as dishonorable and as something that 
would never occur. Security to the state against loss 
by the loan of its bonds, which was provided for, must 
therefore be presumed to have been the sole purpose of the 
liens which were to be created on the issue of the bonds.” By 
the judgment of the Court the decree of the court below in 
each of the cases is affirmed. 








OLD AND NEW ROADS. 

Akron & Fort Wayne.—This company has filed articles 
of incorporation in Ohio to build a railroad from Akron, O., 
through Tiffin, to Fert Wayne, Ind. An extension from 
Akron eastward to Ashtabula is also proposed. 


Asheville & Spartanburg. —A force of about 200 con- 
victs is now at work grading the extension of this road from 
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Hendersonville, N. C., to Asheville, a distance of 20 miles. 

Considerable progress has already been made on a long fill, 

which is the only piece of heavy work on the road. 
Atchison, Topeka & Santa Fe.—This company’s 


statement for March and the three months to March 31 is as 
follows: 


——— March .———--. —-Three montbs.—, 

1885. 1884. 1885. 1884. 
Miles operated... ... 2.375 2,315 2,375 2,297 
Gross earnings. ....$1,246,135 $1,464,056 $3,526.580 $3,743.424 
Operating expenses. 716,659 677,294 2,040,673 1,830,301 


Net earnings....... $629,476 $726,762 $1,485,907 $1,913,123 


Taxes are not included in expenses. The decrease in gross 
earnings for the three months was $216,844 and the increase 
in expenses $210,372, the result being a decrease of $427,- 
216 in net earnings. 

Baltimore & Ohio.—The trouble with the laborers on 
the Philadelphia Branch, to which reference was made last 
week, was settled, and the imprisoned superintendent was 
released, the company agreeing to apply the balance due the 


ns mpeg contractor to the payment of the wages owing to 
1s men. 


Boston & Albany.—The Boston Journal, evidently not 
an advocate of the Hoosac Tunnel Line, says: ‘‘ The report 
of the Boston & Albany Railroad for the quarter ending 








March 21, 1885, compared with the same quarter of last 
year, as sent to the New York Railroad Commissioners, 
shows this comparison : 
1885. 1884, 

Gross earnings $1,673.748 $1,751,697 
Operating expenses. . 1,156,764 1,179,987 

Netearnings. ............00.-++ $516,985 $57 1,704 
Deductions from income........ .... 218,590 221,138 

Net income from ali sources... $298,394 $305,565 


It appears from this statement that the net income for the 
last quarter was $298,394, and as the 2 per cent. dividend 
paid within the quarter required some $386,946, there was 
therefore a deficit of $88,552 for the period under considera- 
tion. 

The statements are now at hand for the first half of the 
present fiscal year, or Oct. 1 to April 1, and, comparing the 
—— of this period with the first half of 1884, we have 
this result. The fixed charges are based upon those given in 
the last annual report : 














Six months. 1885. 1884. 
RS Soi dace” ¥4s2ins $3,687.007 $3,893,842 D. $204,835 
Operating expenses.... 2.442,932 2,032,863 D. 189,931 
Surplus............2. $1,246,075 $1,260,979 D. $14,904 
Interest, taxes and 
CRs ita viecesensdscs 630,375 630,375 = — csevee 
Net income......... $615,700 $630.604 ace 
4 per cent. dividend.... 773,902 773,902  aeaaa 
Deficit............... $158,202 $143,298 I. $14,904 


‘* If we based our statement upon the actual payments for 
the six months recently expired, which includes the payment 
last October and November of a year’s taxes, the deficit 
would be increased from $158,202 to $412,500. This deficit, 
however, is more apparent than real, as the taxes are partly 
chargeable to the last half of the year from April to October, 
when the increased net income is certain to show a very 
large increase over the first and poorer half of the fiscal 
year. 

Boston, Barre & Gardner.—At a special meeting on 
May 6 the stockholders voted to consolidate with the Fitch- 
burg Co , accepting one share of that company’s stock for 10 
of their old stock. 


Bradford, Bordell & Kinzua.—When this road was 
first built in the Bradford oil region it was extremely profit- 
able, having = its owners 44 per cent. the first year and 
38 the second. Like all oil roads, its business was very fluc- 
tuating, and when subsequently placed under Erie manage- 
ment it failed for a time to earn its expenses. Last January 
anew management was put in, and the earnings for the 
quarter ending March 31 are reported as follows : 





. 18No. 1884 Ine. or Dec. P.c. 
Earnings .. ....... $13,857 15,725 $1.868 11.9 
Expenses........... 11,869 18,344 D. 6,575 35.7 

Net or deficit...N. $1,988 D.$2.719 I. $4,707 .... 


The net gain has been made by a reduction in expenses, the 
gross earnings stil] decreasing. 


Buckingham.—tThis road has been completed and 
opened for business. It extends from Breme Bluff, Va., on 
the Richmond & Alleghany road, to the slate quarries at 
Buckingham, a distance of 4 miles. It has been built for the 
penpese of semen slate from the quarries, and will be oper- 
ated as a branch of the Richmond & Alleghany road. 


Canadian Pacific.—It is reported that a plan has been 
agreed upon for the relief of this company. The plan pro- 
posed is to cancel the mortgage now held by the Canadian 
zovernment, and to issue bonds on the road to the amount of 
$35,000,000. Of these bonds $20,000,000 will be deposited 
with the government as security for the advances made to 
the company ; a further security being given in the form of 
a first lien on the land grant. The company will then have 
$15,000,000 bonds remaining, which can used to raise 
money. The government, it is further said, will make an 
immediate advance of $5,000,000 to meet the company’s 
necessities, retaining $8,000,000 additional security for this 
advance. No official announcement regarding this arrange- 
ment has been made. : 


Central Iowa.—A report comes from Chicago that 
negotiations are in progress for the transfer of this road to 
the Chicago, Burlington & Quincy Co. Doubtless such a 
sale would be very agreeable to the owners of the road. 


Central, of New Jersey.—Default was made May 1 on 
the coupons then due on the convertible 7’s, the adjustment 
7’s and the debenture 6's, the total amount of these coupons 
being $494,990. The Receivers of the Reading Co. state that 
they hope to be able to pay these coupons from the net earn- 
ings of the road between now and July 1. 


Chicago, Burlington & Quincy.—This company’s 
statement for March and the three months ending March 31 
is as follows : 

————March.——-_. ——Three months.—— 











1885. 1884. 1885. 1884, 
Earnings...... .. $2,639,109 $2,106,027 $6,233,509 $5,725,261 
Expenses........ 1,257,169 °1/021'311 ~3'490,350 — 3/046.864 
Net earnings... $1,381.940 $1,084,716 $2,743.159 $2,678.397 
Per cent. of exps. 488 48.5 560 53.2 


For the three months the gross earnings increased $508,- 
248, or 8.9 per cent., and the em $443,486, or 14.5 per 


cent. ; leaving an increase of $64,762, or 2.4 per cent., in net 
earnings. 


: Chicago & Northwestern.—This ee has nego- 
tiatedjwith Kuhn, Loeb & Co., of New York, $1,500,000 new 5 
per cent, first-mortgage bonds, issued by the Northern IIli- 


nois Co. and anteed by the Chicago & Northwestern. 
The Northern Illinois is a new proprietary company, which 
is building a branch from Belvedere, [)l., to the coal mines 
near La Salle. The terms on which the bonds were taken 
have not been made public. 


Chicago, Wisconsin & Northern.—This company 
was recently organized to build a railroad from the southern 
line of the state of Wisconsin northward to some point not 
very definitely laid down. At the same time a similar com- 

ny was organized to build a railroad from the Wisconsin 

ine to Chicago. It is now said that these companies are 

really organized to build a new line from the present ter- 
minus of the Wisconsin Central, at Schleisingerville, Wis., to 
Milwaukee, and thence to Chicago. Both organizations are 
now engaged in ernie: | the right of way, and in Illinois it 
is said that a considerable part akendy been obtained. 


Cincinnati, Hamilton & Dayton.—In Cincinnati, 
May 1, a petition was filed in the Superior Court by George 
Hafer asking an injunction to prevent HughJ. Jewett and 
others from voting on 22,000 shares of this company’s stock 
held in trust. It will be remembered that three years ago 
Mr. Jewett, as representative of the New York, Lake Erie 
& Western Co., secured 22,000 shares by guaranteeing 6 per 
cent. dividends upon them, and the stock was placed in the 
hands of trustees, certificates of deposit being issued in place 
= the eer These shares _ been used to = the Erie 
the controlling interest in the management, and the purpose 
of the present proceeding is to deprive it of that control. 


Columbia & Greenville.—The earnings of this road 
for the half-year from Oct. 1 to March 31 were: 


1884-85. 1883-84. Inc. or Dec. P.c- 

Earnings......... . $4-1,838 $410,317 ; 1,421 17.4 

ID son adascons 196.660 219,868 D. 23.208 10.6 

Net earnings...... $285,178 $190,449 I. $94,729 49.8 
Per cent. of exps.... 40.8 53.6 Dz 12.8 na 


This statement includes the leased lines—the Laurens and 
the pg ogg Union & Columbia. It covers the best 
half of the year, when earnings are heaviest and expenses 
proportionally the lightest. In 1883-84 the gross earnings 
for the entire year were $640,720. The showing for the first 
half of the current year is a very good one. 


Covington & Macon.—It is proposed to build a railroad 
from Covington, Ga., on the Georgia Railroad, southward to 
Macon, about 55 miles. Arrangements have been made to 
organize a company at once. It is said that a New York 
syndicate, which is represented by Mr. L. S. Livingstone, of 
Covington, Ga., has undertaken to build the road, and that 
?, includes an extension from Macon southward to 

orida. - 


Cumberland.—This company has been organized to build 
a railroad from Carthage, Tenn., to the Cumberland River, 
and thence to Lebanon. The object is to develop coal proper- 
ties, from which shipments will mh 4 the Cumberland 
River in barges, and also by the Nashville, Chattanooga & 
St. Louis road from Lebanon. 


Delaware & Hudson Canal Co.—The trouble on this 
company’s roads regarding the examination for color blind- 
ness has been amicably settled. At the meeting of the 
Brotherhood Engineers at Oneonta the following proposition 
was agreed on and submitted to Superintendent Hammond, 
who accepted it after consultation with the officials here : 

‘* Being desirous of maintaining friendly relations between 
the company and their employés, we most respectfully sub- 
mit the following proposition as a basis of settlement of the 

resent dispute growing out of what is known as the color 
lindness test : 

‘* We hereby agree tosubmit to the test as proposed by 
Mr. Hammond—viz., the shades of positive colors of worsted 
and the different sizes of figures on card paper—providing 
that any engineer who fails to distinguish the difference 
between the different colors of worsted shall be examined by 
the — used upon the road, viz., red, green and white 
flags by day and red and green lights by night. If they pass 
said tests they shall not be pronounced color-blind and shall 
be retained in service. 

** Second.—That all engineers and fireman who have been 
dismissed since the introduction of the color test shall be rein- 
stated to their former positions on the road. 

‘* Third.—That there will be no distinction made between 
those who are able and those who are unable to distinguish 
the different colored worsted, and that noengineer or fireman 
shall be dismissed from the service for any part he may have 
taken in the discussion of the merits or demerits of the color- 
blind question. The foregoing to applv to the engineers and 
firemen of the entire road.” 

The examinations at Oneonta and Green Island will be con- 
tinued. 

This company’s statement for the quarter ending March 31 
gives the operations of its leased lines in New York as below: 





Albany & N. Y. & Rensselaer 

Susqu-hanoa, Canada. & Saratoga. 
POTIIE  oi.ncsncancevacce $497,093 $124,558 $374,142 
PDC id te cdeseeeosnae 395,724 99,866 268,820 
Net earnings............ $201,369 $24,702 $105,322 
IE: 66 Gocnbessiins sae 340,266 59,456 190,085 
te errr $138,897 $34,754 $84,763 


The Utica, Clinton & Binghamton and the Rome & Clin- 
ton did not earn their expenses, the deficit for the quarter 
being $26,641, against $10,880 last year. 


Denver & Rio Grande.—The workmen in the shops at 
Denver and Salida struck May 4, and at once put a stop to 
all movement of freight trains over the road. he trainmen 
did not join in the strike, but have not opposed the strikers, 
permitting them to uncouple trains and interfere with their 
movement, while they make no resistance. 

East Tennessee, Virginia & Georgia.—Judge Dor- 
sey, the Receiver appointed for the company’s property in 
Georgia, has not obtained possession of the road. ceiver 
Dorsey last week served notice on all connecting lines to > pay 
no money to Major Fink, but none of them responded to 
this notice. Further action in the case has confirmed Major 
Fink in possession of the entire road. 


Florida Southern.—Thisroad is now completed to Pem- 
berton Ferry, Fla., on the Withlacoochee River, 28 miles 
southwest from the late terminus at Leesburg, 133 miles from 
Palatka and 103 miles fr..m Gainesville. e road has been 
opened for traffic to the new terminus. 


Fort Madison & Northwestern.—The management 
of this company has addressed a circular to the bondholders 
wherein it is proposed to reorganize as the Iowa & North- 
western Railway Co.; to issue under a new deed of trust 
$1,400,000 of first-mortgage 6 per cent. 40-year bonds, being 


2| at the rate of $14,000 per mile; to use these new bonds to 


retire all the present outstanding bonds, being about 
$320,000; change the gauge of the road now constructed; 
complete the entire line (100 miles) as a standard gauge rail- 
way with suitable equipment. To —— these desired 
results bondholders are asked to state at what price they will 
take the new bonds in exchange for the old, or what price for 





peo od old bonds in cash, The road is now open for 41 miles 
only, 


Jacksonville, Tampa & Key West.—The Brading 
of the extension of this road is now completed from. Palatka, 
Fla., southward to Lake Monroe. The draw-bridge across 
the St. Johns River at Buffalo Bluff is finished and ready for 
use, and it is expected that tracklaying will shortly be begun. 


Kansas Western.—This company has been organized to 
build a railroad from Hiawatha, Kan., westward to Denver, 
Col., with a branch from Junction City to Atwood. The in- 
corporators are all officers of the Missouri Pacific. It is 
understood that the company is organized to build an exten- 
sion of the Central Branch road to Denver, running parallel 
to, but some distance from, the Kansas Pacific. 


Little Rock & Fort Smith.—This company’s land 
sales for three months ending March 31 have been 9,563 
acres, for $34,556, showing an increase of 37 per cent. over 
last year. 

The completion of the connection with the Louisville, New 
Orleans & Texas road, over the Arkansas City Branch of 
that road, makes a through rail line from Fort Smith, through 
Little Rock to New Orleans, from which this company ex- 
pects to receive a good deal of traffic. 


Long Island.—This company makes this statement to 
> New York Commissioners for the quarter ended March 
8 . 














1885. 1584 Inc. or Dec. Pc. 

Gross earnings. ....... $456,715 $439,801 I. $16,914 3.8 
Op. expenses.......... 386,806 383.201 dD. 6.395 1.6 
Net earnings ..... $79.09 $56,600 I. $23,309 40.9 
Other income........... 31,398 28,979 A 2419 413 
Total income..... $111,307 $85,579 1. $25,728 299 
Interest................. 151,589 137,968 I. 13.621 99 
DOO  cxcicdeeses $40,282 $52,390 D. $12,108 23.2 


The quarter which the report covers is the poorest quarter 
of the year on this road, to which the summer travel makes a 
very important item of earnings. 

Louisville & Nashville.—The gross and net earnings of 
this company for March and for nine months from July 1 to 
March 31 were as follows : 


-—--Gross earnings -—. ——Net earnings. —— 


1884-85. 1883-84. 884-85. 1883-84. 

July Lto Dee. 31... $7,106,229 $7,794,865 $3,172,684 $3,272,847 
January........... 1,170,749 1,039,317 456,980 303,442 
> ee 1,083,308 1,015,431 404.858 302,304 
_— eee 1,281,516 1,187,738 576,332 421,175 





Total 9 months.$10,641,793 $11,037,351 $4,610,854 $4,209,768 


For the nine months the gross earnings decreased $395,558, 
or 3.6 per cent., but the net earnings increased $311,086, or 
7.2 per cent. Since December both gross and net earnings 
have increased. 


New York, Chicago & St. Louis.—The committee 
of the first mortgage bondholders held a meeting last week, 
and the counsel reported that the committee had been 
allowed to intervene by the Court at Cleveland, and that it 
would have a hearing next week on the application to issue 
some $3,000,000 of receivers’ certificates. It is understood 
that the committee has received semi-official intimations that 
if the bondholders would accept a lower rate of interest with 
the guarantee of the Lake Shore Railroad Co., an exchange 
of securities might be made without litigation or foreclosure 
proceedings. The proposal had not assumed a shape that 
permitted the committee to take definite action. No default 
on the first morgage bonds has been made, and it is not known 
that the company will default on the next interest on June 
1. The April interest on the equipment bonds was passed, 
and the first installment of the $4,000,000 principal, which is 
payable in 10 years, will fall due on Oct. 1 next. 


New York, Lake Erie & Western.—This company’s 
statement for March and the nine months of the fiscal year 
from Oct. 1 to March 31 is as follows, the figures including 
68 per cent. of earnings and the entire working expenses of ~ 
the leased New York, Pennsylvania ‘& Ohio Railroad : 
-March. —— — -—--Nine months.——— 

1885. 1884. 1884-85. 1883-84. 
Gross earnings ..$1.568,522 $1,495,541 $9.397.170 $10,974,842 
Working exps... 1,204.385 1,782,913 7,160,558 8,665,431 


Net earnings.. "$364,137 











"$212,628 $2.236,612 $2,309,410 
Excluding the earnings and working expenses of the New 
York, Pennsylvania & Ohio, the earnings of the Erie lines 
proper were: 
-—Nine months.-— 
1884-85. 1883-84. 
$7,604,860 $8,906,197 
5,374,459 6.416 791 


--——March.— — 

1885. 1884. 
Gross earnings. ...$1,269.249 $1,177,892 
Working expenses 882,096 943,891 


Net earnings.... $387,153 $234,001 $2,230,401 $2,489,405 

From these statements it appears that for the nine months 
the 68 per cent. of gross earnings of the leased road amounted 
to $1,792,310, while its working expenses were $1,786,099, 
leaving a profit on the lease of $6,211 only. 


New York, West Shore & Buffalo.—It is now ad- 
mitted that the plan of reorganization proposed will not suc- 
ceed. The holders of only about $7,000,000 in bonds have 
given their assent to the plan, and some of them have done 
so only upon conditions. A strong opposition to the plan has 
been developed among the bondholders, and it is not likely 
that many more bonds will come in. It is announced that 
the reorganization committee is preparing a new plan, and is 
negotiating with the Terminal Co., as a preliminary, in order 
to ascertain definitely upon what terms the terminal prop- 
erty can be secured, It is thought that the new plan of re- 
organization will be submitted to the bondholders shortly. It 
will differ from the previous plans in reducing the amount of 
new bonds to be issued from $25,000,000 to $20,000,000, 
and possibly to $15,000,000. While it will provide for the 
conversion of the present bonds into preferred stock, it will 
give to this new stock the exclusive voting power, for a time 
at any rate, so that the company will remain entirely under 
the control of the present bondholders. This will obviate 
one of the principal objections raised to the original plan. 


North Conway & Mt. Kearsarge.—The directors of 
this company have fixed the amount of its securities at 
$200,000 common stock, $200,000 preferred stock and 
$200,000 in bonds. They have decided to build this year 
only the North Conway and the Mountain divisions, 15 miles 
of road, leaving about 10 miles of road to be built next year. 
The contract for the 15 miles has been let to Mr. George E. 
Mansfield, of Boston, who is to receive $100,000 in common 
stock, $100,000 in bonds and $150,000 in cash. The cash, it 
is expected, will be raised by the issue of preferred stock. 

Northern Pacific.—This company’s statement for 


March and the nine months of the fiscal year, from July 1 
to March 31, is : 





March.—-— -—-—-Nine months.—-— 














1885. 1884. 1884-85. 1883-84. 
Earnings... ........... $691,612 $978,956 $8,442,877 $8,731,134 
Expeuses. ..........- 454,474 489,110 4,565,152 5,064,551 
Net earnings $237,138 $489,846 $3,877.724 $3,666,583 
Per cent. of exps..... 5.7 49.9 54.1 58.0 





For the nine months this shows a decrease in gross earn 
ings of $288,257, or 8,8 per cent, ; a decrease in expenses of 
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$499,398, or 9,8 per cent., and a resulting gain of $211,141, 
or 5.8 per cent., in net earnings. 


Orange Belt.—Work has been begun on the grading of 
this road, which is to run from Longwood, Fla, on the South 
Florida road, to Sylvan Lake, a distance of 10 miles. 


Oregon & California.—The Receiver of this road 
recently presented a somewhat difficult question to the Court 
for its decision. His application to the Court represents that 
at the last session of the Oregon Legislature an act was 
passed to regulate freight and passenger charges. Under 
this act a considerable reduction in the rates on the traffic 
carried over the road will be necessary, and the Receiver 
represents that, if this reduction is made, the road will not 
be able to earn its operating expenses. He therefore submits 
the question to the Court, asking for instructions as to 
whether he shall obey the law, and make provision for the 
anticipated loss, or whether he shall continue to charge rates 
sufficient to pay the expense of doing business. The Court 
took the petition under consideration. 


Oregonian.—The Receiver of this road, having peti- 
tioned the Court for an order to compel the Oregon Railway 
& Navigation Co, to put the road in good order, as required 
by the terms of the lease, which it has repudiated, but which 
one court has decided to be valid, the Court has declined to 
make the order on the ground that this is not a paar form 
of proceeding. It holds that the Receiver should proceed to 
make the necessary repairs, and should then begin suit against 
the lessee to recover the amount expended. e Receiver is 
therefore instructed to make such repairs asthe fundsin his 
hands will permit, and if more money is needed the Court 
will consider the question further. The lease was decided by 
the Circuit Court to be valid, but further proceedings were 
suspended, the Oregon Railway & Navigation Co. having 
taken an appeal to the United States Supreme Court. 


Oregon Railway & Navigation Co.—At the con- 
ference last week between the officers of this company, the 
Union Pacific and the Northern Pacificno definite results were 
reached. The conference was to be continued this week, 
when, it is hoped, some definite agreement will be made. 


Pennsylvania.—At the meeting of the board in Phila- 
delphia, May 1, it was decided to make the May dividend 3 
per cent. in cash. This is about what was expected, although 
in some quarters it has been persistently asserted that only 
2\, per cent. would be paid. 


Philadelphia & Reading.—A meeting or conference 
was held in Philadelphia, April 30, at which the committee 
selected by the managers of the company and the Bartol Com- 
mittee of general mortgage bondholders were present. After 
a long discussion a basis of agreement was reached, and cer- 
tain moditications in the plan of reorganization were agreed 
upon, making it satisfactory to the members of the Bartol 
Committee. The new plan is to be submitted to the board of 
managers of the company and will not be made public until 
it has received their approval. 

The Philadelphia Ledger of May 6 says: *‘‘ The board of 
managers of the Reading Railroad are expected at their 
meeting to-day to approve and formally issue the modified 
plan of settlement of the company’s affairs. This plan changes 
the former one issued by the managers by providing for an 
assessment of the junior bond and stockholders sufficient to 
raise $10,000,000, which will more than pay off the Receiver’s 
certificates, overdue coupons and other forms of indebtedness 
that have been put out as prior liens to the general mortgage. 
if this assessment is not forthcoming, the plan provides 
for trustees who are te proceed to foreclosure and sale of the 
property; and there is also an Auditor appointed, independent 
of the managers, whose duty it is to see that the accounts are 
properly kept. One year (until May Ist, 1886) is given for 
the adoption of this modified plan, and during the interval 
the present general mortgage foreclosure suit is to remain in 
abeyance so that it may be then pursued to an issue if neces- 
sary. The following is the modified plan, as it is expected to 
to be reported from the Finance Committee, and issued by 
the Reading managers to-day. the various changes in the 
Managers’ plan being noted : 

“1. General Mortgage.—The securities issued for deferred 
coupons shall be payable within five years from the maturity 
of each coupon, and the interest thereon semi-annually at six 
per cent. 

2. Convertible Adjustment Scrip.—The coupons due July, 
1884, shall be treated as subseqent over-due coupons. 

‘<3. Floating Debt.—Assent to the plan shall be condi- 
tioned that sufficient money be raised to pay off the floating 
debt. Interest on the floating debt, or on any loan created to 
discharge it, shall not have priority of payment over interest 
on the general mortgage longer than three years; and such 
yreference shall be limited to such debt as is secured by col- 
aterals yielding income to cover interest, and such other 
collaterals as are important to be retained by the Company. 

“4. Rentals, Guarantees and Traffic Contracts. —Further 
reasonable concessions shall be demanded from companies 
and individuals not entitled to rentals, etc. 

“5, Audit of Accounts.—-The general mortgage bond- 
holders shall appoint an Auditor who (at the expense of the 
company) shall audit the accounts of the company quar- 
terly, judge of the propriety of charges to capital and ex- 
pense and all other accounts respectively, recommend 
changes (where in his judgment necessary) to the board‘of 
managers, and report to the general mortgage bondholders. 

“6, Control of Coal & Tron Co.’s Stock.—The stock of 
the Coal & Iron Co. now pledged as collateral shall be 
redeemed as soon as possible, and shall be placed beyond 
the power of the Managers ever again to use it as collateral. 

7. Agen | of Reorganization.—Seven reorganization 
trustees shall be appointed as follows: One representing 
foreign creditors, two representing general mortgage, one 
representing imcome mortgage, one representing securities 
junior to the income mortgage, two representing the share- 
holders, which trustees 1 receive the assent of parties in 
interest, and receive and hold the securities and assessments 
threon pending reo: ization, and, when accomplished shall 
return such securities duly stamped, etc., to their respective 
owners. The expenses of this trusteeship shall be paid 
by the company, providing the authority of the Court 
can be obtained for so doing; failing which, each bondholder 
shall pay to the trustees on assenting and depositing his 
securities $1 for each $1,000 bond, and each stock- 
holder 10 cents per share. The parties assenting shall execute 
a contract with each other to make it binding and effectual. 
Any surplus unexpended by the trustees shall be returned to 
the respective owners of securities pro rata. The selection of 
a trustee to represent foreign bondholders shall be referred to 
a meeting of such bondholders, to be held in London; the 
selection of two trustees to represeut the shareholders to the 
board of managers of the Philadelphia & Reading Rail- 
road Company, and that Messrs. Berle and Bartol con- 
stituted a committee to nominate the remaining four trustees, 
subject to the approval of the Whelen and Bartol committees. 

“8. Assessment of Juniors and Stock.—A collateral trust 
loan shall be created not exceeding $10,000,000, bearing in- 
terest at — per cent. per annum, secured by such valuable 
collateral as the company can command, which loan shall be 
offered to present holders of secured floating debt or be nego- 
tiated to its payment, The holders of income 


per cent. of the face value of their securities; the first and 
second consolidated 5s shall pay in cash 10 percent. of the 
var Value of their holdings. Bondholders junior to these and 

olders of the Coal and Iron Company’s debentures twenty 
per cent, of the par value of their holdings, and the 
stockholders $10 per share; or the hobhers of the 
several classes of bonds and stocks herein enumerated 
shall surrender a corresponding amount in value of their 
respective holdings, the several proportions to be deter- 
mined by the Reorganization Trustees. For such cash 
payment they shall receive income collateral bonds of the 
company, secured by such remaining collaterals as the com- 
pany control. On all assessments paid prior to a dis- 
count at the rate of 6 per cent. per annum shall be allowed, 
and on subsequent payments a penalty of 5 per cent. shall be 
charged, in addition to interest from that date to the date of 
payment. 

“9, Negotiable Certificates to be Issued.—The Reorgan- 
ization Trustees shall issue to the owners or parties assenting 
negotiable certificates representing the bonds and stocks de- 
posited with them; they shall also have power to decide when 
a sufficient assent has been given for the plan to be declared 
operative. 

‘10. Release in Case of Failure.—All parties assenting 
shall be released and repossessed of their several securities 
and shares, and of the cash paid on account of assessments 
(this does not mean the $1 a bond or 10 cents a share which 
is to be paid in case the Court does not authorize the company 
to pay the same, which amount will be returned, less the ex- 
penses of the Trustees up to that period) if the modified plan 
is not assented to and reorganization under it effected by 
May 1, 1886. 

11. Reinstatement of Rights.—In the event of any default 
the rights and remedies of the holder's of all classes of securi- 
ties shall be reinstated, and shall be the same as if this plan 
of reorganization had not been adopted. 

12. Powers of the Reorganization Trustees.—The Reor- 
ganization Trustees shall fill vacancies in their board as they 
occur, maintaining the representation of the several interests, 
and shall have power to make changes in the details of this 
plan by a vote of six of their number. 

“13. Foreclosure Proceedings.—In the event of a decision by 
the Reorganization Trustees on or before the first day of 
1886, by a vote of six of their number, that the assents to 
the plan of reorganization are not sufficient in numbers and 
in payments of assessments to justify their declaration that 
it is completed and should be put in operation, then the Re- 
organization Trustees shall call into a council the Managers 
of the Philadelphia & Reading Railroad Co., the Re- 
ceivers of said company, and the Committees of the General 
Mortgage and Income Mortgage Bondholders ; and the said 
body, by a vote of four of the five interests there represented, 
shall formulate a plan of reorganization adapted to the cir- 
cumstances and involving no larger contribution in money 
to be paid than under the plan as now modified, and under 
such power the Trustees shall proceed to foreclose under such 
mortgage or mortgages as they may deem advisable.” 





Portland & Rochester.—This company has purchased 
1,000 tons of steel rails, which will be laid down at once. 
The entire line of the road from Portland to Rochester will 
then be laid with steel. 


Richmond, Fredericksburg & Potomac.—It is 
announced that the controlling interest in the stock of this 
road, which has been for a number of years owned by Mr. 
Moncure Robinson, of Baltimore, has been sold to the syndi- 
cate owning the roads which make up the Atlantic Coast 
line. This road extends from Richmond, Va., to Quantico, 
where it connects with the Alexandria & Fredericksburg 
road and with the steamers on the Potomac River. _ It is the 
only direct rail line between Richmond and Washington, and 
has always been operated independently of the lines south of 
Richmond, with which it connects. It is supposed that the 
road will be made a part of the Atlantic Coast line and oper- 
ated under the same management. The price which Mr. 
Robinson obtained for his stock is not made public. 


Rochester & Pittsburgh.—This company will, it is 
said, shortly build a branch from Du Bois, Pa., to Reynolds- 
ville, a distance of 8 miles. The branch will be built in order 
to carry coal from the Reynoldsville lines, which have re- 
cently been purchased by Bell, Lewis & Yates, of Buffalo. 


Rome & Carrollton.—This company was recently or- 
ganized at Rome, Ga., for the purpose of building a railroad 
from that place southward to Carrollton, about 50 miles. A 
considerable amount has been subscribed to the stock, and 
grading is to be begun on the road at once. 


Rome & Chattanooga.—A contract for the building 
of this projected Georgia road has been let to a syndicate rep- 
resented by Mr. J. W. Williams, of New York. The line is 
to run from Rome, Ga., northward to Chattanooga, Tenn., 
and will be about 60 miles long. It will be run to the west- 
ward of the East Tennessee, Virginia & Georgia road, and 
it is stated that its object is principally to open up the coal 
and iron territory along the line. 

Rome, Watertown & Ogdensburg.—This company 
makes the following statement for March and April, and for 
the seven months of the fiscal year from Oct. 1 to April 30 : 


—-—1884-85.—-—. —-—1883-84.—- 

Gross het. Gross. Net. 
Five months to Feb. 28.....$680,001 $209,373 $645,372 $176,412 
ae . 124,030 19,766 132,751 45,323 
Agrn...... 151,476 60,958 132,957 38,853 
Ce $955,507 $290,097 $911,080 $260,588 


For the seven months the gross earnings have increased 
$44,427, or 4.9 per cent., and the net earnings $29,509, or 
11.3 per cent. 


St. Andrews Bay & Chipley.—The contract for the 
construction of this road calls for its completion from St. 
Andrews Bay, Fla., to Chipley, 52 miles, by Sept. 1 next. 
Mr. F. F. Vischer is the contractor, and he has already about 
400 men at work, and is continually increasing the force. 
About half the right of way is now clear, and the bridging, 
trestle-work and the grading are now well advanced. Track- 
laying, it is expected, will begin about the close of the pres- 
ent month. The engineers have begun the preliminary sur- 
vey of the line from Chipley towards Montgomery. 


St. John Bridge.—Work on the bridge over the St. John 
River at St.John, N. B., is now making rapid progress. The 
western shore arm is completed, and the derricks are being 
placed in position for erecting the cantilever spans between 
the piers. The construction of the approaches to the bridge 
is also making good progress. 


St. Johns & Indian River.—A considerable force is 
now employed on the grading of this road, which is to extend 
from Enterprise, Fla., on the St. John’s River, southeast to 
Titusville, on Indian River, 


St. Louis, Fort Scott & Wichita.—The directors of 
this company are considering the question of building a 
branch or extension of the road from a point near Eureka, 





Kan., to Leroy, a distance of 32 miles. At Leroy connection 
will be made with a branch of the Missouri Pacific, so that 


bonds and convertible adjustment scrip shall pay in cash five | 








the new branch, if built, will make direct connections be 
tween Wichita and Kansas City. 


St. Louis, Hannibal & Keokuk.—The United States 
Court in St. Louis has made an order directing the Master to 
ascertain the number and the amount of the outstanding 
bonds, and also the amount of certificates and other: claims 
against the Receiver, and the amount of taxes and other liens 
against the road, and to report the same to the court in order 
that the decree of foreclosure may be entered as soon as pos- 
sible. 

An order having been entered directing the Receiver to 
show cause why he has not paid certain taxes assessed against 
the road, he has made a brief and very simple return, stating 
that he has not paid the taxes in question because he had no 
money and is unable to raise any, which would seem to be a 
very sufficient reason. 


Shenandoah Valley.—The committee appointed at a 
recent meeting of the first-mortgage bondholders to investi- 
gate the condition of the road have drawn ~ a circular 
which will be mailed to every bondholder. This circular 
says that the peculiarity of the mortgage under which the 
bonds were issued was discussed, particularly the clause 
which recites that no holder of a bond or bonds shall have 
the right to institute any suit for foreclosure or for the ap- 
ointment of a receiver unless a majority in amount of the 
10lders of bonds then outstanding shall join in the proceed- 
ings, and declares that in view of this it was resolved to 
solicit the co-operation of other bondholders in proceedings 
solely for the purpose of protecting the first-mortgage bond 
holders. 

The earnings for last year were : 


1884. 1883 Inc. or Dee. P.c. 

Earnings .... . vee cee $742,371 $854,415 D. $112,044 13.1 
Expenses 2 Senne 613,015 662,157 D. 49,142 7.4 
Net earnings............. $12.356 $192,258 D. $62,992 $2.8 
Per cent. of exps.......... 82.6 77.5 I. 5.1 er 


It is urged that the expenses are far beyond what they 
should be, and that a large saving can be made by economical 
management. 


Silver Springs, Ocala & Gulf.—This road has been 
located from Ocala, Fla., west to Cotton Plant, 14 miles, and 
the contract has been let for the grading. 


Sinnemahoning Valley.—This company is organized 
to build a railroad from Keating Summit, Pa., on the Buffalo, 
New York & Philadelphia road, up the Sinnemahoning 
Valley into Potter County, for the purpose of reaching some 
large tracts of timber. The whole length of the road will be 
25 miles, but only 14 miles are to be built at present. 


Southern Pacific.—An attested copy of the leases of the 
Central Pacific and the Southern Pacific roads to the South- 
ern Pacific Co. has been submitted to the United States Com- 
missioner of Railroads, and he has in turn submitted it to the 
Attorney-General for examination, and to ascertain if there 
is anything in it which will call for the interference of the 
Government. 


South Pennsylvania.—In Pittsburgh recently Presi- 
dent Sayre made the following statements in relation to the 
progress of the work on this road: 

‘*The work is progressing even more rapidly than we had 
anticipated, and, so far as grading, tracking and tunneling is 
concerned, can be completed by July 1 of next year. At all 
events, the directors have determined to complete the work 
by that time. About the only thing that is keeping us back 
now is the tunneling, which is still less than half completed, 
The longest: tunne)].. the Allegheny Mountain cut, will be 
5,900 ft. long. Of this 2,900 ft. have been excavated. 
and the remaining distance cannot possibly take more than a 
year of hard work. The six other tunnels are also well under 
way.” 

The names of the mountains being tunneed, and the prog- 
ress of the work up to this time, are aptly shown : 


Length, Lineal feet 

feet. excavated. 

Blue Mountain tunnel.... .. .......... «-- 2.800 
Kittatinny Mountain tunnel............. .. 2.900 
Tuscarora Mountain tunnel 2.500 
Sideling Hill tunnel ................ 2.200 
Ray's Hill ftunnel...... fees 1.600 
Allegheny Mountain tunnel 2,900 
Laurel Hill tunmel........... scocsees : 1,000 





“The road begins at the Reading Railroad tracks on the 
north side of the Susquehanna River at Harrisburg, the Read- 
ing Railroad having a clear track through from Harrisburg 
to Philadelphia and New York. The road crosses the Sus- 
quehanna on a bridge, the abutments and piers of which have 
already been built, and thence runs up the Cumberland Val- 
ley to Carlisle; from Carlisle the road takes a westward 
turn to Bedford, and thence through Somerset County, 
where it makes a junction with the Pittsburgh, McKeesport 
& Youghiogheny Railroad, by which it gets into this city. 
From Harrisburg to the junction is only 202 miles, and from 
the junction to Pittsburgh 11 miles, so that the line between 
Harrisburg and Pittsburgh will be 36 miles shorter than the 
Pennsylvania Railroad. From Pittsburgh I presume the 
road will get a western outlet by way of the Lake Erie.” 

Troy & Greenfield.—The second track on this road has 
been extended from Conway Junction, Mass,, to Bardwell’s 
Ferry, four miles, and is now in use. 

Union Pacific.—This company makes the following 
statement for March and the three months ending March 31: 








March. — -—-—Three months.—— 

1885. 1884. 1885. 1884. 
Gross earnings. ..$1,975,517 $1,965,497 $5,214,416 $5,037.946 
Operating exps... 1,254,568 1,275,690 3,626,192 3,924,350 
Net earnings. .. $720,949 $689,896 $1,582,224 $1,113,596 


For the three months the gross earnings increased $176,- 
470, or 3.5 per cent., and the expenses decreased $298,158, 
or 7.5 per cent., the result being a gain of $474,628, or 42.8 
per cent., in net earnings. 


Virginia & Carolina.—It is reported that this un- 
finished road has been sold to the syndicate owning the roads 
composing the Atlantic Coast line. The road, on which con- 
siderable prog.ess has been made in grading, was to run from 
Tickeanaed, Va., to Ridgway, N. C., on the Raleigh & Gaston 
road. It was intended to make a connection between that 
road and the Richmond, Fredericksburg & Potomac, which 
is owned by the same parties. The City Council of Peters- 
burg, which has #tbscribed a considerable amount in aid of 
the new line, has protested against the reported sale. 


Wabash, St. Louis & Pacific.—Chicago dispatches 
state that the Receivers have decided to discontinue the use of 
the New York Central Sleeping Car Co.’s cars entirely. The 
New York Central or Wagner cars have heretofore been used 
as far west as St. Louis, but recently a contract was made 
for the use of the Mann cars west of St. Louis. The New 
York Central Co. objected to this, and the result is that the 
Receivers have decided to withdraw the Wagner cars entirely. 


Winston & Mooresville.—The construction of this 
road has been begun and work is in progress on the grading 
from. Winston, N. C., to Third Creek in Rowan County, 





